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I recently turned forty, and even more recently turned forty-eight.  However when 

people turn 40 it is considered, by many at least, to be somewhat of a milestone, and 

rightly so.  Four decades is a hell of a long time. 

What then would be the right way to recognise a car brand’s fortieth birthday?  Well, 

we decided to pay a little tribute to them.  And when I say them I of course referring 

to the Volkswagen GTI. 

So featured in this magazine are full road tests of the Golf, Polo and Up! GTIs, as well as my story 

about the 40 years of GTI, found on page 100. 

Then my team in their own special and unique ways went forth into the world and returned with a 

collections of some amazing vehicle review, articles and columns.  Jennifer, our elusive globetrotter 

seemingly found love and discovered a problem with cars in European cities all in one go.  She also 

drove several cars including the new Aston Martin Vantage. 

Oliver reckons he may have the solution to toasting bread, but headlines this edition with his full road 

test and review of the 2018 Rolls Royce Phantom VIII. 

The remainder of the team delivered in a big way, and Thembi joined the ranks of ‘tester’ with her 

review of our second-hand car feature, Blast from the Past, with an Alfa Romeo 159.  It is a good write-

up and I see a promising future for her. 

In the spirit of global embracement our couple, Mark and Charlene travel to Mallorca and drive a pair 

of Mini Cooper S’ - one with a roof and one without.  Similarly young Kate encounters a KIA in a 

faraway land and realises that death by bees is sometimes a good alternative over driving a rubbish car. 

Mercedes Benz’s CLS 400d, considered to be a ‘sports diesel’ is put through its paces, with surprising 

results. 

Have you ever wondered how rear-wheel steering works?  Well our resident vehicular doctor Glen 

(not to be confused with our actual resident doctor Ashleigh) delves into this fascinating area of 

motoring engineering. 

I have watched our magazine develop and grow over the last ten months, and I am staggered by the 

results.  We are read in at least 80 different countries and our total readership now exceeds 600 000 - 

and when I say ‘readership’ I am referring to the number of times that the magazine is downloaded 

every month.  These are results which exceeded my least conservative expectations, and to me means 

that we are clearly doing something right. 

I hope you all enjoy this edition as much as enjoyed making it all happen. 

 

Leon Rehrl         editor@nakedmotoring.co.za 
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GLEN 

HOWARD CHARLENE 

THYS SAVAGE MARK 

JAMES 

OLIVER JENNIFER 

KATE 

KEVIN 

THEMBI 

This is the Naked Motoring Team, who all come from massively 

different backgrounds, which, as a result allows them to bring 

to the table a varied and completely fresh approach to 

journalism. 

The Johannesburg team led by editor-in-chief, Leon  comprises 

Howard, Charlene, Mark, Glen, Kevin, Kate, Ashleigh, Thembi 

and Rodney. 

In Cape Town we have Thys who is a member of the original 

and founding Naked Motoring team who is responsible for and 

runs all things Mother City related. 

All ex-pats and now based in Europe are James, Oliver and 

Jennifer. 

Then all the way in Japan is our expert driMer Ichika, who 

shares with us all things Asian. 

And of course there is The Savage, a former professional driver 

who has returned to us to bring his vastly knowledgeable and 

somewhat unusual approach to all things motoring… he of 

course doesn’t really have a home at all, except of course the 

one he sits in... and holds its steering wheel…  

If you would like to write to them, then please send a mail to 

team_mail@nakedmotoring.co.za and specify the addressee. 

ASHLEIGH 

ICHIKA 

RODNEY 

precision trimmer 



 

 7 

We invite our readers to e-mail us their le>ers, comments, ques:ons or sugges:ons, 

and wherever possible we will try to publish all communica:on. 

Please send to magazine_submissions@nakedmotoring.co.za 

Dear Editor. 

I read your ‘high performance’ edi�on last month and enjoyed the reviews, but what 

I found most interes�ng was the final story by ‘The Savage’, where this person 

vaguely described his accolades and successes in motorsport. 

I am an avid motorsport follower and have been for many years, including the 

period to which he referred.  Long story short ‘The Savage’ can only be one of about 

10 people, and by a simple process of elimina�on about four of those can be 

excluded—Michael Schumacher being one such exclusion owing to his condi�on. 

That leaves about half a dozen possible candidates. 

Having considered the style of wri�ng I can conclude that the person in ques�on is 

English speaking, and not, say, French or Italian.  This narrows down the list a li/le 

more.. 

If I was running a magazine and had a former F1 champion wri�ng for me I would 

put him on the cover of every issue, without a helmet—yet instead and inexplicably 

you choose not to.  Why is that? 

And secondly why would this person not wish to be recognised for their 

achievements? 

I think I know who ‘The Savage’ is, or at least who it could be considering there are 

s�ll a few candidates. 

Best regards. 

Phillip de la Fontein, Johannesburg 

Dear Phillip. 

Firstly thank you for your support and readership. 

Secondly thank you for wri�ng in.  We appreciate every le/er received. 

And lastly, to answer your ques�ons.  When you read the aforemen�oned column you would have found the 

answer to your ques�on therein.  The Savage needs to remain anonymous for reasons rela�ng to contractual 

obliga�ons to other brands, which may include media brands, lest there be a conflict of interest or breach of 

contract.  Yes, he has many accolades and achievements, but some�mes what has already been proven on the 

track does not need to be proven in our pages. 

He is our technical motorsport expert, and also, when available does our high performance compara�ve 

tes�ng.  There is synergy there within, and the rela�onship works well. 

You may well have figured out who it is, or who of a short listed few it may be.  But that’s all good and well, 

because our purpose is to protect his iden�ty, and not to prevent our readers from making a few educated 

guesses.  A8er all, guesses don’t breach contracts. 

Regards, Ed. 
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Dear Editor. 

My beloved car is si:ng at Smart Services Midrand and is going to cost at least R15000 to repair.  I have loved the brand since 

2000 when I saw two of them sharing a [single] parking space in Germany.  I owned the ‘numeric blue’ Smart Car Passion and it 

broke my heart when an oil ring blew, and the Mercedes Benz agents in Shelly Beach couldn't, or wouldn't, fix it.  I spent the 

next five years driving a Chevy Spark.  Finally I was able to get rid of it and I was adamant that I wanted another opportunity to 

live ‘the dream’.  So keen in fact that I threw common sense out of the window and bought a car off Gumtree.  A 2010 Smart 

with only 37000km on the clock.  The guy selling the car told us, with his hand on heart, that the car had an electronic service 

record and had recently been serviced.  He then gave us an invoice from a wheel alignment place.  He said that the car had a 

“slight bump” on the front right but was nothing serious.  He was adamant that we needed to license the car immediately as he 

did not want to have to put it through a roadworthy test.  Well, we certainly discovered why. 

On the second day I that  had it the bonnet fell off.  On inves�ga�on we discovered that the "slight bump" had realigned the 

fender and the bonnet no longer sat flush with the rest of the car.  Body work clips were missing on the right side of the car, and 

they are the li/le clips which are supposed to hold the panels on. 

The Radiator started to leak.  We traced the source and fixed it.  Then it developed another leak and again we had to track, 

trace and repair it. 

We discovered that the cooling bay components were also held together with a mixture of polystyrene and cable �es. 

Then the radiator worked loose and was in the process of falling onto the road.  Fixed that too. 

Then we went through a period where every �me you turned a sharp corner the dash display would light up and flicker like a 

disco light.  The display would then go blank and if you had to stop everything would die and you would have to wait for it to 

run through its systems before coming back on. 

The ba/ery was the original from 2010, and as a result was finished.  This caused electrical faults which had to be replaced. 

The steering suddenly went wonky and we found that the Control Arm bolt had been inserted upside down.  It had worked loose 

because there was no gravita�onal assistance, which made driving the car quite scary. 

At some point there had been some damage to the radiator and instead of replacing it they had welded the hole.  This gave way 

and we had to replace the radiator and the water pump. 

I have a/empted to get to the truth several �mes but Zee (the person who placed the advert on Gumtree) insists that there was 

no major damage to the car.  It had previously belonged to the wife of a farmer in Limpopo, and that he had collected the car 

and driven it to Johannesburg. 

The Head Gasket blowing was just the final straw. 

There is a gentleman who runs Smart Car Services in Midrand about whom I have heard nothing but good reports.  When I had 

the car towed he told me he was very busy and it was a big expensive job which will set us back at least R 15 000. He also said 

that if he couldn't source the parts [locally] it could take 3 weeks to fly the gasket in from Germany.  This is now the end of the 

second week and he hasn't even had a chance to look yet.  In the interim I am trying to garner some support from “Daimler 

Chrysler” who are [apparently] the agents in South Africa, and Mercedes Benz. 

If anyone in the ‘SMART community’ reads this and can help in any way I would be most grateful. 

Thank you, Sandy McKeen, Johannesburg (sandy.mckeen@saxuminsurance.com) 

Dear Sandy, thank you for your le/er, which not only exposes this ZEE character but also is a valuable lesson to other poten�al 

buyers who make use of services like Gumtree to exercise due cau�on.  Our only advice to them is to have any car fully 

inspected, by its agents, before concluding any transac�on.  Your le/er has won you a years free subscrip�on to our magazine, 

commencing from when it goes on sale.  Best wishes and we hope you come right.  Ed. 
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Some:mes classics are good.  Movies for example, or maybe 

music.  Cars definitely, too.  Manners maketh man and all that 

good stuff.  In short there is nothing wrong with things of 

yesteryear and yet surprisingly we are not only very quick to 

forget them, but it would appear that we try to eradicate 

them all together and relegate them to some dark and forgo>en 

archive.  Well not I said Leon. 

Take driving for instance, in the last 100 odd years the car hasn't 

really changed that much, insofar as the way in which we get it to 

change direc:on in any event.  Whether you are driving a Model T 

Ford or a brand new Koenigsegg Regera hypercar, both have the 

same feature - the steering wheel.  It is round and when you turn it 

so do the wheels. 

So as a func:onary the steering wheel hasn't changed much, but 

the way we regard it, and also the way we drive has.  Significantly. 

Driving now is an everyday thing, and we don’t really give it much 

thought.  It is in essence the way we get from one place to another, 

and any ar:stry or panache which it enjoyed back in the day is long 

gone.  However the old folk knew a thing or two. 

Driving gloves were used back when steering wheels were made 

from polished wood because it gave the driver vastly more grip and 

control of the steering wheel, especially considering that power 

steering hadn't even been thought of at the :me.  It was also stylish 

and was akin to wearing fine clothes and showed class and 

sophis:ca:on, in abundance. 

But now most steering wheels are covered in leather, and in the 

case of exo:cs something, an ar:ficial suede effec:vely, called 

alcantara.  The reason quite simply is for be>er grip.  So why then 

do racing drivers, even those not facing the dangers of fire and 

such, wear gloves?  The answer is really obvious.  To maintain 

be>er grip and control of the steering wheel, just like it was 100 

years ago.  So basically that aspect hasn't changed, it has just been 

forgo>en. 

I recently went out and bought myself a pair of very nice driving 

gloves from the online shop of Bentley, and they are beau:fully 

made and incredibly comfortable things to wear.  They cost many 

Bri:sh pounds and as far as I am concerned are worth every damn 

cent… or pence. 

Now I have been driving for many years, and in fact its over 30, and 

for all of those, apart from the occasional cold winters day I never 

drive with gloves on, but driving with proper driving gloves, as I 

quickly realised, is not only a really nice thing to do which exudes a 

certain swagger and classiness, but they really make a huge 

difference in the way you treat the steering wheel. 

You tend to hold it be>er and when it slides through your hand you 

have infinitely more control over its movement.  I was actually 

staggered by just how much more control I have. 

So, old school is cool, and I invite, no, I challenge every last one of 

you to take a step back in :me and pick up this lost art because it is 

a really good one. 
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Munich, Germany:  In the world of factory-spec high 

performers there are several well recognized names; AMG, 

RS and M are three which come to mind, but those are all 

German, and German as we all know is a bit boring.  And 

they are also very expensive.  But there is another, and its 

name is Abarth. 

Abarth is to Fiat what AMG is to Mercedes Benz, and this is a very 

good thing.  This GT then is the latest version of the spritely li>le 

Abarth 124 Spider, which itself is the ho>er cousin of the Fiat 124 

Spider. 

But there is a catch.  The GT is not really a more hardcore version 

of the Spider, it is the same car wearing a different ouSit.  A very 

nice ouSit admi>edly, but the changes are superficial.  The 

headline act is simply a new carbonfibre roof.  In fact, the biggest 

news here is that it’s almost certain this car arrives in lieu of the 

proper 124 Coupe that was once heavily mooted.  The GT also gets 

a set of lightweight OZ Racing wheels that save 4kg in unsprung 

mass at each corner, and elsewhere you can have carbon fibre for 

the door mirror casings and front bumper.  That’s it. 

The roof itself weighs only 16kg, so you would expect this car to 

exhibit a small but useful advantage over its regular sibling at the 

scales.  Curiously - usefully, Abarth claims - this isn’t the case, 

because not only does the standard roof mechanism con:nue to 

dwell beneath the rear decking, but so does the fabric roof.  It's 

fully func:onal, meaning this car has two roofs.   Personally I feel 

that Abarth should have made this a separate model, but what do 

I know? 

It also means the carbon fibre topped GT is slightly heavier than 

the standard car, at nearly 1 080kg.  You do, however, get a good 

looking feature evoca:ve of the old blacktopped Group 4 rally cars 

that stormed Monte Carlo and the Acropolis during the early 

1970s. 

Under the skin, there are no changes whatsoever.  The drivetrain 

is iden:cal, meaning the same 1.4 litre Mul�air Turbo engine 

develops the same 125kW and 250Nm.  There is a mechanical 

limited-slip differen:al in the rear axle with double wishbones at 

the front and a mul:-link rear, à la the Mazda MX-5, with which 

the 124 Spider shares a plaSorm.  It is a car which seems that the 

more you delve into what makes it what it is, that you get more 

and more disappointed.   However... 

There is also the opportunity to op:on the Visibility and no-cost 

Heritage packs.  The former brings about more mundane op:ons 

such as automa:c windscreen wipers and headlights, while the 

la>er will divide opinion with a ma> black bootlid and bonnet. 

The roof is a bit more than just a basic hat.  For a start, it’s lined, 

and with the same stuff used for the folding fabric equivalent.  The 

large rear window also features a demister that Abarth says can 

clear it in less than three minutes.  It is, in essence, a good roof 

that will keep the rain off your head.  Much like the folding fabric 

one would without looking as cool. 
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As like with the standard 124 Spider, the driving experience is at 

first dominated by the standard Record Monza exhaust music.  It 

emits a gargling, gurgling, hollow blare that’s a bit over the top but 

suits a car that’s so charmingly bru:sh.  Slot the stubby gearlever 

into the first gate, blip the surprisingly sharp thro>le and off you 

go. 

On the move, though, it’s just about uncompromising enough to 

jus:fy the racy looks.  This car, mercifully, is firmer and corners 

fla>er than the MX-5, although if you were being cri:cal you might 

say there is a frac:on too much slack in the suspension that’s 

residual from the Fiat version.  Push harder than you might 

normally and this results in the unwelcome sensa:on of delayed 

roll response, but for the most part, this chassis is agreeably agile 

and responsive. 

This car’s engine - turbocharged, as opposed to the Mazda’s four 

naturally aspirated cylinders - remains a highlight, with a torque-

rich mid-range that offers up an unexpected turn of real-world 

pace.  Our road test figure of 8.3 seconds from 50 to 120km/h in 

fourth gear was roughly a third quicker than the MX-5 could 

muster, and it’s that accessible thrust that allows you play with the 

124 GT’s easygoing chassis balance.  Zero to 100km/h is delivered 

in 6.8 seconds. 

It’s difficult to say whether this car is percep:bly more refined than 

its (technically) soM-top sister, although we can tell you that 

conversa:on, at an indicated 240km/h on the autobahn was barely 

any more strained an endeavour than it is at half that speed. 

On the ques:on of buying one, over the sibling, it is a tough one.  

Without a decibel meter to test it, any upliM in cruising refinement 

over the fabric-roofed car would likely elude you, and most people 

outside Abarth’s chassis development team will struggle to iden:fy 

any enhancement to torsional rigidity, myself included.  With the 

need to undo bolts, the carbon fibre top is a lot less convenient, 

too.  You have to leave it at home, and it’s expensive. 

Insofar as pricing is concerned, in Germany, there’s a 10% premium 

over the standard 124 Spider, which would bring the GT to roughly 

R 525 000, excluding du:es and such.  A top-spec MX-5 RF in Sport 

Nav trim offers greater versa:lity and a purer driving experience for 

a lot less, although it is that much more sedate in character. 

The one thing I loved about it was its old-school six speed manual 

gearbox.  In this day and age of mul:-clutch efforts its nice to find 

something so engaging that allows you to be the driver again, 

rather than just being a driver. 

And that's why you conceivably might fall for this costly Abarth.  It’s 

colourful and brash - unique, too - with a slightly superficial 

personality that somehow makes it all the more likeable.  

And that carbon fibre roof also looks wicked, so if you like it, have 

it. 

Some:mes money does buy happiness. 
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Mallorca, Spain:  It was a dark and stormy day when my 

wife Charlene and I landed in Mallorca to drive the new Mini 

Cooper S and Cooper S conver:ble.  Not the best weather, 

but some:mes not-so-perfect condi:ons are be>er as it 

allows you to see things in a be>er perspec:ve. 

And we planned to see what this ‘new’ Mini would put on the table. 

Having been introduced four years ago, the third-genera:on ‘new 

Mini’ is due a faceliM.  Sales of the most popular hatch deriva:ve 

reached a peak of 44 560 in its UK home back in 2015, but by last 

year that figured had fallen by 10%.  Mini therefore hopes a 

refreshed headlight design, tail-lights that incorporate a Union Flag 

mo:f, a handful of new wheel and colour op:ons, piano-black as 

opposed to chrome trim and many other features will help push 

those sales figures back up. 

Outwardly, those curious rear lights, which might seem a touch 

uncouth in the UK but will probably work be>er on the con:nent 

and beyond, are the most obvious markers of the updated model.  

Otherwise, this is one of the more subtle cosme:c faceliMs of 

recent memory.  There is more going on within the cockpit and 

beneath the skin, however, with the high-quality cabin now 

available with a touchscreen as well as wireless phone-charging. 

The new lights front and rear use LEDs, with very clever adap:ve 

LED headlights now available on the op:ons list.  In keeping with 

Mini tradi:on there are new personalisa:on op:ons, too, including 

a number of 3D-printed parts that buyers can customise with their 

own name or simple graphics - a world first in the car industry. 

The standard gearbox on this Cooper S is a six-speed manual, but 

for the first :me the two-pedal alterna:ve is a seven-speed twin-

clutch gearbox rather than a conven:onal auto, which we reported 

a couple months ago.  The revised four cylinder turbocharged 

engine gets new, high-pressure injectors, a new exhaust system 

and a new turbocharger, too.  Power and torque figures remain the 

same at 140kW and 300Nm, but fuel economy has respectably 

improved by around 7%.  Interes:ngly though, the updated engine 

is said to be up to 30kg heavier than before which required the 

suspension to be tweaked to account for the extra weight. 

With each new version of the BMW-era Mini, the cute hatchback 

has gained in size.  It looks fuller and more bulbous than the 2001 

original, and perhaps not as well-propor:oned, however its 

heritage is clean and there is no mistaking it for anything else. 

The fundamental dynamic character is broadly the same now as it 

the chilled side of the hot hatch 

16 



 

 17 

was 17 years ago - bundles of agility, a nimble front axle, mobile 

rear end - but this latest model actually feels quite different out 

on the road compared with that original version.  There’s a soM, 

rubbery edge to all of the major controls, whereas earlier 

versions had crisp steering and slick gearshiMs. 

Dynamically though, nothing has really changed.  You s:ll feel the 

trademark, go-kart like, Mini pivot the instant you turn in to a 

corner, sensing the outside rear corner zipping around slightly to 

keep the front end on a :ght line.  The steering is s:ll quick and 

direct, and whatever work Mini’s engineers have done to disguise 

that extra weight over the front axle has been extremely 

effec:ve. 

For the first few kilometers, you feel perched high up on the seat 

and the way the car leans in bends gives the impression of it 

being quite tall, too, and of the track widths being very narrow.  

You find yourself wishing the car would squat down by an inch or 

two, whereas previous genera:ons sat you so low to the road 

you worried you might scrape your own bototm on speed bumps.  

I get that the car needs to grow up at some point, but I really 

don’t think that this is the solu:on. 

Again, though, that impression does pass very quickly and when 

the bends come thick and fast you stop thinking about it en:rely.  

Instead, you rejoice in the car’s agility and its eagerness to dart 

from one apex to the next.  The all-too familiar sense of the car 

clawing the moment you turn in to a corner is addic:ve.  The 

Sport driving mode though introduces too much dead weight to 

the steering, but otherwise the helm is accurate enough that you 

can place the car with real precision corner aMer corner. 

Aside from that ini:al sense of si[ng a li>le too high off the 

ground, the Cooper S is fun to drive in the finest quick-Mini 

tradi:on.  What’s most impressive about it, though, is that it 

combines its eager and bubbly personality with a refined, grown-

up demeanour when you just want to get to where you are going. 

Other hot hatches at this price point - the Peugeot 208 GTi, for 

instance - are more sheer fun to drive, trading as they do some 

everyday refinement for single-minded, hard-edged thrills.  But 

none of them matches the Cooper S’s broad spread of talents and 

none has a cabin that feels quite as high-end as this one. 

And this now brings me to an interes:ng point.  In South Africa 

the Mini is regarded, and priced, like a half-series BMW, and in 

fact are sold by BMW, albeit in separate showroom on the same 

premises, but it s:ll enjoys a loyal following and whilst the 

original cult status may have waned substan:ally from the 

original Leyland Mini, it is s:ll one of the most customisable cars 

on sale in the known world. 

It has many good rivals, coming from all corners of the globe, 

including its true home country - Germany - and the Cooper S 

might not be the best hot hatch at this money, but it could well 

be the best all-rounder. 
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Mallorca, Spain:  Right, so Mark and I are in Mallorca to 

drive some ‘new’ Mini’s, which to be honest aren't really all 

that new.  I have always however liked the Cooper 

Conver:ble for the sexiness that it offers in an all-round sort 

of way. 

With many conver:bles there are compromises and sacrifices that 

must be made, and the Mini is not excluded from this rule.   

Externally, the Mini Cooper S Conver:ble doesn’t look all that 

different following its midlife faceliM.  Body trim that was once 

chrome is now piano black and the new rear lights incorporate a 

Union Flag design, but otherwise it’s pre>y much business as usual.  

The more significant changes come within the cabin, beneath the 

skin and on the equipment list. 

The lights front and rear now use LEDs, for instance, while adap:ve 

LED headlights are op:onal at a bit of a price.  A nice touchscreen 

infotainment interface and wireless mobile phone charging have 

also been added to the op:ons list.  There are also new 

personalisa:on op:ons, too, including car industry world first 3D-

printed components where buyers can customise with their own 

names or basic images. 

The standard-fit gearbox on this Cooper S Conver:ble remains a six-

speed manual, but the non-manual alterna:ve is now a seven 

speed twin-clutch thing rather than a tradi:onal automa:c.  The 

four-cylinder turbo engine has been heavily revised with new high 

pressure injectors, a new exhaust system and a new turbocharger. 

Mini claims that power and torque outputs remain the same as 

before at 140kW and 300Nm but fuel economy has improved by 

around seven per cent. 

At the risk of repea:ng Mark, although we sat in the same briefing, 

the improved engine is said to be about 30kg heavier than before, 

so the only suspension revisions Mini has made have to deal with 

the extra weight. 

What’s nice is that for the most part, the Cooper S Conver:ble feels 

a lot like its hard top sister.  Decapita:on has usually been the ruin 

of many a great driver’s car, but that doesn’t necessarily apply in 

this case.  The dis:nc:ve a>ributes that mark out the Cooper S 

hatch; agile handling, quick and direct steering and punchy straight-

line performance are basically s:ll intact, albeit with a li>le more 

body flex and slightly lazier responses. 

The Conver:ble’s addi:onal body strengthening adds 135kg to the 

topless gone grown up, but still fun 
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 19 overall weight, which you can feel from behind 

the wheel when you really start stretching its 

legs.  Whereas the hardtop model changes 

direc:on with the energy and immediacy of a 

housefly dodging a swa>er, the Conver:ble is 

slightly more lethargic.  It begins understeering 

a li>le earlier, too, and despite that addi:onal 

bracing you can feel the body shudder and 

sense the steering column shake when you 

drive over rough tarmac, although you never 

feel the body flex in bends.  This is of course 

something which has afflicted the Mini 

Conver:ble since the first one in 2001, and 

something which clearly Mini have no idea 

how to cure - it has been 17 years aMer all. 

For the most enthusias:c drivers those first 

two points will be reason enough to s:ck with 

the hard top model, but for everybody else 

there’s very li>le in it.  The fabric roof is rather 

thin, though, so wind noise on the motorway 

with the roof up is quite no:cable.  More so, in 

fact, than many other modern conver:ble cars. 

The turbocharged engine, meanwhile, is 

muscular and brawny, giving the Cooper S 

Conver:ble a surprising turn of speed. It does 

its best work between 2 500 and 5 500r/min - 

it doesn’t have a par:cularly vibrant top end - 

which actually means it’s be>er suited to the 

slightly more laid back Conver:ble than it is for 

the more angry Hatch. The seven-speed twin-

clutch gearbox that was fi>ed to our test car is 

a really noted improvement over the outgoing 

automa:c.  It’s smooth and refined at lower 

speeds, then sharp and responsive when you 

increase the pace.  The lack of gearshiM 

paddles is a strange omission, however. 

One of the Mini’s real selling points is its 

premium-feeling cabin, however boot and rear 

seat space is desperately pathe:c, but up front 

the cockpit is spacious and well-built with a 

level of material quality that few cars in the 

sector can match. 

This or a Mazda MX-5 is the sort of ques:on 

you would have to ask yourself, and lets be 

honest here for a second… there really isn't 

much of choice is there now? 
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Have you ever stopped and asked 

yourself why there are so many 

‘special’ models? 

Think about it for a minute; virtually 

every manufacturer has them.  

Alphabe:cally; Fiat has Abarth, Aston 

Mar:n has AMR, Audi has RS, BMW has 

M, Chevrolet has ZL1, Dodge has 

Mopar, Ferrari has (now) Pista, Hyundai 

has N, Jaguar had SVR, Lamborghini has 

(now) Performante, Mercedes Benz has 

AMG, Nissan has Nismo, Opel has OPC, 

Porsche also has RS, Renault has RS, 

too, Subaru has WRX, Volkswagen has 

GTI and R, and Volvo has Polestar - and  

I know I have forgo>en someone else. 

Now I get having range topping models 

like the BMW M760Li , or a Mercedes-

Maybach S650, but the models I am 

talking about are performance 

orientated. 

When I go and buy a Lamborghini, I am 

already deep into supercar territory, 

irrespec:ve of which model I buy, so 

why then would they have a higher 

performance model?  The answer is 

simple - because people will buy it. 

Performance cars should be just that 

very thing, but it seems that there is a  

sliding scale when it comes to them. 

Go get a BMW M3, which in its own 

right was always regarded as a very 

good high performance car, but now 

the ‘standard’ M3 is actually the 

slowest M3 available.  There is a 

Compe::on model, definitely a CS 

model and perhaps even a GTS model 

above it… what the hell for?  Surely we 

could do with one like it always used to 

be? 

And this all got me thinking. 

Clearly it works for cars, and we accept 

this silliness, so what if everything we 

own was made by people with this 

mind set?  Take the ubiquitous kitchen 

toaster for example.  A harmless 

enough and useful appliance. 

But if there were an AMG model 

available, what then?  Well for one 

your bread would be toasted in seconds 

instead of minutes.  You would have to 

however replace the toas:ng elements, 

like tyres, quite regularly, and they 

would be quite expensive. 

Your friends would also envy you for 

having it, and when you weren't looking 

would probably use it - and invariably 

break it too. 

So when presented with the choice of 

an AMG toaster, which would cost you 

a fortune every month and end up 

buggered by your mates, most people, 

if not all people would opt for the 

standard model.  But they would be 

wrong, because :me saves money at 

the end of the day. 

Perhaps that was not the best example.  

Okay, how about shoes. 

Shoes are, well, shoes.  They cover your 

feet, protect them from things and can 

look nice too.  People will pay a lot of 

money for nice pointy Italian leather 

shoes, which generally don’t perform as 

well as an old pair of running shoes, but 

despite this anomaly lots of money 

changes hands.  This of course is 

heading in the completely opposite 

direc:on.  We are willing to pay more 

for less when it comes to our own 

‘performance’, and that’s just silly. 

But we do the same with cars too.  Just 

look a the stripped out supercars as a 

good example, except those at least 

make some sense - they will at least be 

faster because they are lighter, 

whereas your Italian shoes, with their 

leather soles, will slip and slide all over 

the place possibly even resul:ng in 

some sort of nasty injury. 

This of course posts a fairly bleak 

indictment for us because clearly when 

it comes to spending money we are not 

just stupid, but clueless, too. 

So when you are next out car shopping 

please for the love of all things holy, get 

the best that there is available, because 

at some point you will be si[ng in your 

M3 CS, or GTS, and a normal one will 

pull up next to you, and you can look 

down on it and smile, a knowing smile. 
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I have recently returned from a bit of a 

globetrot and in my travels I came to 

realize that there are some very strange 

motoring related ways in different 

countries, so I made some notes to 

share this with you. 

However before star:ng let us, for the 

benefit of our non-South African readers place on record that in 

South Africa the age at which a person may obtain a drivers 

license is 18, and un:l that driver is over the age of 25 they are 

penalized quite heavily by their insurance company.  It is 

however not a legal requirement to actually have insurance, but 

just a good idea.  This on its own on the global highway is a bit 

strange, however there are stranger… 

Western African na:on Niger has the highest minimum driving 

age in the world.  No one can drive a car un:l they’ve passed 

their 23rd birthday.  Perhaps they get car insurance as a 

re:rement present.  

Legal driving age in Kansas, Idaho, and in the Canadian province 

of Alberta is just 14, and in El Salvador it’s 15.  Some 14 year olds 

can barely see over a shop counter – but they can drive a truck 

200 kilometers.  

In 2013, Rowan Atkinson was the recipient of the biggest car 

insurance payout in history.  It cost insurer Aviva £900 000 to fix 

his McLaren F1 aMer a crash, a bill three :mes larger than the 

previous “biggest”, for a smashed Pagani Zonda in 2010.  

The world’s cheapest new car is the Tato Nano, manufactured in 

India and launched in 2008 for just US$1 500.  Reduced features, 

cheap labour and less steel made it affordable for much of the 

popula:on.  It of course is also probably the worst car currently 

sold in the world. 

The biggest car crash in Britain occurred in 2013 when dozens of 

vehicles collided at a fog-bound crossing in Sheppey, Kent.  Sixty 

people in more than 150 vehicles were injured in the crash that 

went on for ten minutes as cars rammed into the pileup, but 

remarkably, nobody was killed. 

More than 8 million parking :ckets were issued in Britain last 

year.  But if you are in the UK and do get a :cket, it pays to 

contest it.  An impressive 60 per cent of appeals that end up in 

Traffic Penalty Tribunal are successful.  

The world’s oldest driving instructor, Laura Thomas, is 95, and 

has been giving lessons since 1938.  From West Wales, she has 

taught thousands to drive, including her own family.  

And I am not making this one up.  In Mexico, it isn’t necessary to 

take a driving test.  Anyone over 18 can buy a licence for 626 

pesos (approx. R450).  There are more than four million cars in 

Mexico City alone.  

Japan issues one of the world’s hardest driving tests.  Learners 

must be over 18, and the test is taken on a simulated course; a 

fail can result before the driver even gets in the car if they don’t 

bend down low enough to check underneath for cats. 

The most expensive car ever sold in Britain is a classic Ferrari 

Testa Rossa, a 1957 model sold by Derbyshire dealer Tom Hartley 

Jr last year.  The exact price is unconfirmed but rumour says the 

price tag was £24.1 million.  

While there’s nothing funny about stealing fuel from a petrol 

sta:on, one judge obviously thought it would be funny to punish 

60 year-old Paul Fagg in a rather unusual way.  Rather than ban 

him from driving for his liquid gold theMs, Judge Adele Williams 

simply banned him from every fuel vendor in England and Wales. 

Talk about inconvenient. 

Lewis Hamilton is kind of a big deal, especially now he is the 2015 

Formula One world champion.  But that didn’t stop one couple 

from asking him to take a photo — not of the superstar F1 driver 

but of their own family. Luckily Hamilton was happy to help out, 

unphased by the fact they were oblivious to his fame. 

Revenge is a dish best served cold, so they say, which would 

explain why a wife decided to really kick her husband where it 

hurts by ringing up £51 000 in fines.  How?  By driving through a 

red light then reversing to do it again.  And again.  And again.  

Sadly for the wife, it was easy for police to ascertain the husband 

wasn’t in the car at the :me. 

A recent survey found that the average Bri:sh commuter will kiss 

in the car an es:mated 680 :mes in their life:me.  

I must admit that I can’t think of a be>er way to liven up an 

otherwise boring journey. 
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During a recent trip around 

con:nental Europe a very 

significant person in my 

li>le world asked me to 

take some photos for her 

of the sights, as such, 

because she, Nadia, an American living in America, has not had 

the opportunity, as yet, to see what the outside world, beyond 

her borders, has to offer in any meaningful way. 

Now I am not a tourist, not by any stretch of the imagina:on, 

and in fact I generally tend to avoid touristy places for obvious 

reasons; principally because I want to see and experience the 

country in its natural form and not the McDonalds and Burger 

King version.  That is also why I can fluently speak at least half a 

dozen languages. 

So there I am in downtown wherever snapping away, and it 

suddenly dawned on me that the roads, par:cularly the old, 

original city streets are incredibly narrow, with very li>le or no 

pavement for pedestrians.  The reason of course is really simple - 

these places were built hundreds of years ago, where, firstly the 

widest thing going down a road was a horse and secondly there 

weren't that many people wandering aimlessly about conges:ng 

the sidewalks - in Trumpish, or whatever they speak in 

Trumpilvania.  And of course lastly the roads cannot be widened, 

because there are buildings on either side of the streets, which in 

their own right have huge historic significance and can’t be 

moved around. 

This of course was fine back then, but as you will see - take my 

review of the brand new Aston Mar:n Vantage for example - 

cars are now quite a lot wider than the fat end of a horse.  In fact 

the same Aston Mar:n in Imperial speak produces the power of 

503 horses, and is as wide as at least three of them, yet it will be 

sold in these ci:es and will have to nego:ate these cobbled and 

impossibly narrow roads. 

Car manufacturers will have us believe that with every evolving 

model genera:on the car must grow - longer, wider and taller - 

yet in reality do we actually need this added size? 

Take the 3 Series BMW, a car which has been around for a long 

:me.  The first one, all boxy and such, was regarded in its day as 

being a big, yet compact luxury sedan.  And it was.  Everyone 

who bought one was very happy with it and never did they 

complain about its size, because if they did there was a very 

simple solu:on.  BMW called it the 5 Series, and if that was too 

small then the 7 Series would have undoubtedly sa:sfied their 

size deficiency thirst. 

However a new F30 BMW 3 Series is bigger, by quite a bit than 

the first 7 Series, which to me is completely ridiculous. 

Now on the other end of the spectrum are what are being called 

‘city cars’ - the VW Up! being one such example, another would 

be the Fiat 500, or if you prefer a bit more poke the Abarth 595.  

These, and others like them are small cars, cheap cars and cars 

for which you would rather have unnecessary surgery that own 

one.  But if you live and certainly work in any major city in 

Europe then one of these micro-horrors is probably what you will 

be relegated to endure, and undoubtedly suffer, lest you be 

trapped in a new 7 Series for days on end just trying to drive 

home. 

Why then can’t the manufactures of nice cars make super-small 

nice cars?  It can’t be that hard? 

Call it the BMW 0.5 Series - oh, wait they call that the Mini - 

which isn't so mini.  Okay, call it the 0 Series; make it :ny yet 

luxurious and give us, the poor motorists who have to travel 

these bloody roads a nice place to be stuck inside all day. 

THIS GIRL CAN 

a typical street in old Italy somewhere, and yes that car occupying a significant 

por�on of the roadside is a Smart ForTwo, one of the narrowest cars you can buy... 



 

 24 

I recently had to 

nego:ate my way 

out of a s:cky 

situa:on with a member of the esteemed 

Johannesburg Metropolitan Police 

Department for essen:ally was an ‘Act of 

God’, yet despite this the JMPD person, 

whose name completely escapes me did 

eventually grasp the concept and made 

some notes on the back of a piece of paper 

I gave him - a pinkish piece of paper.  And 

this got me thinking, so I scanned the 

worldwide web in search of such examples 

from other countries, and was staggered 

by what I found.  Below are just a few 

examples.  This of course proving that the 

dreary world of traffic law enforcement is 

not quite as dull as you might believe. 

( Miami , Florida , US ) : 

Volkswagen took it upon themselves to 

offend members of ethnic groups stateside 

with their billboard ads.  Hispanics in the 

Li>le Havana neighbourhood of Miami 

were said to be slightly aggrieved by the 

use of the word 'cojones' which 

accompanied the word turbo on the 

German manufacturer’s large sheet ads for 

the 2006 Golf GTI. 

Normally a throwaway line referring to 

'boldness' and 'guts' when adopted for the 

English language, actually has somewhat 

more vulgar connota:ons when used in its 

na:ve, Spanish tongue where its actually 

means tes:cles.  Although receiving no 

complaints in either New York or Los 

Angeles , VW dropped its cajones ad with 

immediate effect.  Sounds painful. 

( Cologne Al Serio, Italy ) : 

Police in the city of Cologne Al Serio, 

northeast of Milan had somewhat of a 

shock when rou:nely pulling over a car for 

dangerous driving, discovering as they did 

a completely naked woman who was said 

to have had been a>emp:ng to have sex 

with the driver.  The 70 year old and her 

would-be lover, some 11 years her junior, 

were politely ordered to get dressed 

before police tested the driver to ascertain 

if he had been driving whilst under the 

influence. 

Discovering he was in actual fact three 

:mes over the legal blood alcohol limit, 

Angelo D'Anardo, the city's police 

commander concluded "we assume they 

must have been drinking at lunch and then 

things got out of control".  When pressed 

further on whether or not he thought the 

'couple' were married he thought unlikely 

sugges:ng what we all know; "married 

people wouldn't probably do anything like 

this".  To the le>er of the law. 

( Nuremburg , Germany ) : 

A driver thought he'd pulled a 

masterstroke when stopped by the police 

on the A6 autobahn near Nuremburg in 

Germany for using his mobile phone. 45 

year old Thomas Ru>er's quick-wit 

resulted in him falsely claiming diploma:c 

immunity as an Austrian consul. 

Not a people famed for their good 

humour, the police issued a €35 fine on the 

spot.  However not en:rely convinced they 

took him to court to prove his authen:city.  

A €225,000 court-increased fine later 

didn't turn out to be a laughing ma>er for 

Ru>er, moving the German press to 

suggest it could have been the most 

expensive phone call ever. 

( Denver , Colorado , US ) : 

Greg Pringle has been sentenced to 

holding up a sign for four hours at a major 

intersec:on in the Denver borough of 

Westminster for using the High-Occupancy 

Vehicle lane with a passenger.  Although 

not a crime in itself, it is when discovering 

his passenger Tillie was made out of 

stuffed casualwear and sported a semi-

deflated balloon for a head.  Reserved for 

cars with two or more people aboard, 

buses and motorcycles, they are not 

necessarily for the terminally mad with 

pretend friends; and therefore he was 

cited to have driven an unauthorised 

vehicle in this lane. 

Pringle had painstakingly constructed his 

pseudo-passenger so he could use the high

-occupancy lane and so make his journey 

quicker.  For his sins he spent a chilly 

morning on highway 36 admi[ng his 

misdemeanour via a handwri>en placard 

with Tillie.  The judge pointed out that 

Tillie had done nothing wrong and that 

that should conclude the ma>er.  

Restoring our faith in the jus:ce system. 

( Brooklyn , New York , US ) : 

It's not unheard of for those who 

occasionally 'get the munchies' to coin a 

phrase, to head for the nearest late-shop / 

garage forecourt.  An America took this 

scenario one step further and decided he 

couldn't be bothered / too high to be 

bothered parking outside his local late 

night shopping mall, instead op:ng to 

drive into it.  The clearly addled driver of a 

non-descript Ford Focus headed for the 

grocery store once inside the Brooklyn 

Giant Eagle according to witnesses, 

triggering widespread panic and dismay 

amongst women and shopping trolleys.  

One woman shopper had to immediately 

ditch her trolley to avoid the car.  AMer 

much commo:on the driver eventually 

came to a stop in the middle of the dairy 

sec:on. 

In-store Surveillance cameras and an off-

duty fire-fighter armed with a home video 

camera caught the ensuing chaos which 

prosecutors hope will help to provide 

evidence in court.  Although the odds are 

stacked heavily against the driver aMer he 

freely admi>ed to having "taken a variety 

of drugs all day long", according to Sgt 

David Miller.  AMer results of a toxicology 

report are published, alongside of the 

findings from a psychiatric report, police 

confirmed they will charge the unnamed 

driver. 

THE COLUMN THAT SHALL NOT BE NAMED 
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Oxford, England:  In our January 

2018 magazine my colleague, 

Jennifer, reported how she went to 

Switzerland and drove the new Rolls 

Royce Phantom at its launch, and in 

short she loved the car despite having one 

or two very small gripes.  What we have 

here however is a full road test of the same 

car.  And its my turn to drive it. 

The brand has always represented the 

epitome of luxury motoring, so the task of 

improving over old models in itself is quite 

difficult, because basically you have to 

perfect perfec:on. 

Yet it is possible.  Rolls Royce claims to 

have reduced cabin noise by as much 75% 

over the old Phantom, which itself was no 

rock concert, and it has supposedly 

improved the driving experience, too.  

That’s of more significance than you might 

imagine, given the surprisingly high 

propor:on of Phantom owners who 

actually take control of the wheel of their 

cars. 

We will address the hardware in a 

moment, but first, the design, which is 

instantly recognisable from the previous 

genera:on car.  Admi>edly it wasn’t such a 

pre>y car, but, when it came to all-round 

superiority, it was a match for pre>y much 

anything on the planet, and that hasn’t 

changed much. 

The new Phantom is perhaps a smidgen 

soMer in its geometry and is notable for the 

:ghtness of its ‘shut-lines’ and the growth 

of its hand-polished 'Pantheon’ grille, 

which is also more smoothly integrated 

into the surrounding bodywork.  And for 

the record, the Spirit of Ecstasy now sits a 

cen:meter or so further from the road. 

The magazine, having already sampled 

Rolls Royce's new flagship abroad, I’ve 

rather looked forward to ge[ng the 

Phantom on UK roads, not least because 

Rolls Royce makes some massive claims 

about its ride quality.  The suspension 

apparently makes “millions” of calcula:ons 

every second, reac:ng not only to physical 

inputs but also informa:on received from a 

windscreen-mounted camera.  The eight-

The best car in the world? 

the 2018 Rolls Royce Phantom 
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speed gearbox also uses satellite naviga:on data to prepare for the road 

ahead, and there’s a layer of foam within the vast tyres to improve, and 

when I say improve I mean completely eliminate, road noise. 

This, I suppose, is precisely what you would want to hear if you were 

spending roughly £ 400 000 (about R 6 500 000) on a car, before du:es and 

taxes, but is it borne out on the road? 

OMen when we talk about cars that ‘s:r the soul’ there’s an atmospheric 

screamer of a combus:on engine spinning to the heavens involved.  That or 

a chassis of such exquisite poise that it :ckles the synapses in a way that has 

to be experienced to be believed.  Something that assaults, inspires, 

frightens and rewards the senses.  And in many ways this is quite easy. 

However achieving any good level of ‘s:rring’ using boring old refinement is 

a much harder task and, more importantly, far rarer to discover.  It can be 

equally gra:fying, however, and that’s the case here, with a twin-turbo V12 

that idles low enough to have you constantly checking for its pulse, at 

around 650 r/min. 

Once aboard, you push a bu>on to seal off the outside world, which explains 

the absence of an obvious interior door-handle.  Step-off in the eighth-

genera:on Phantom is then so absurdly serene that it can actually make you 

feel giddy, like when you are not sure for that instant whether it’s the train 

you are watching or the one you're si[ng in that’s beginning to glide away.  

Thro>le response is perhaps a touch lethargic, but you will easily forgive 

that. 

On the move, that six-and-three-quarter engine is so impossibly distant that 

it may as well be connected to the car in front via an extra long propshaM.  

The engineering brief could well have been to conceal its existence 

altogether, and so you don’t get a rev-counter, but rather only a reading of 

how much power you have leM in reserve. 

Drive sensibly and you will make ample progress without ever leaving 

anything less than 70% as back-up, although mashing your foot into the inch-
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and-a-half-thick pile of the carpet will make 100km/h arrive in 5.1 seconds.  

That’s quick enough to leave my current favourite super-hot hatch, the Golf GTI 

ClubSport, for dead and evidence of more than 900Nm of torque from just 1700 

r/min. 

Bri:sh roads versus all-new Phantom, then - hardly a fair fight?  In general, no, 

not really.  This car debuts a fresh, more torsionally rigid all-aluminium 

spaceframe plaSorm for Rolls Royce.  From it are hung air springs with adap:ve 

dampers and ac:ve an:-roll bars.  There’s also four-wheel steering, which in this 

instance is less about experiencing the last word in agility, than it is making this 

5.76 metre long car tolerably more manoeuvrable on :ghter roads. 

You quickly realise that the broad, flat seats are a statement of intent.  There’s 

almost no bolstering because the expecta:on is that you will never need it.  

Endless modes for the steering, suspension and engine are also wonderfully 

conspicuous by their absence, and so you se>le into driving the car in the precise 

manner in which it would like to be driven.  That is  with an economy of gesture 

and a heart rate commensurate with the ultra-low idle of the engine. 

The steering is accurate enough to place the car with confidence on smaller 

roads, where of course anything short of a dual-carriageway is ‘smaller’ for this 

car, but it’s amusingly light and the wheel is thin-rimmed.  That encourages you 

to plot your course with the gentle precision of finger:p efforts, guiding the car 

by calmly an:cipa:ng the road ahead, just like your driving instructor so 

instructed all those years ago. 

If there’s one thing about the new Phantom that really takes your breath away, 

though, it’s the sense of detachment from the world.  There’s a feeling that you 

wouldn’t need to raise your voice inside even as vor:ces began to flow from the 

Spirit of Ecstasy.  You perceive the outside world in the same way you perceive a 

scene in a film - from a different dimension. 

You could argue that the Mercedes Benz S-Class has a more cultured secondary 

ride than the Phantom and the Bentley Mulsanne is a bit more clinical in its 

ver:cal suspension movements.  There’s no doubt these cars offer greater appeal 

for the driver, too, and are also substan:ally less expensive to buy.  But let us not 

forget that an S-Class is a mass produced car at the end of the day and not a hand

-built one. 

The paradox is that even as the person at the wheel, you won’t ache to be back in 

those cars like you will the Phantom.  Its quali:es are unrivalled, and with 130kg 

of sound deadening materials, it possesses an ability to make motorway speeds 

feel pedestrian in a way that is genuinely spooky - and addic:ve. 

Simply, if four-wheeled indulgence with an almost unlimited budget is the brief, 

the Phantom’s fitness for purpose is flawless and unrivaled. Sheer opulence 

aside, the ride comfort, composure and refinement engineered into this 

enormous all-new chassis are hypno:c at :mes.   

The controls, both physical and digital, are also presented in such a way 

that only the ones you actually require are at hand at that moment, and 

nothing more to needlessly complicate ma>ers.  In a world of cars that 

seek to do everything for us, this is an uncommon and tremendously 

welcome find.  Factor in a brilliant array of materials and the Phantom is 

old-school but not old-fashioned, for which you will undoubtedly love it. 

There’s rather lot more to Phantom VIII than I can say here, which is 

always the case with cars like this.  To list all their a>ributes would take 
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you a life:me, and at the end of the day to describe an experience 

is very difficult too. 

Take your favourite beverage for example, alcoholic or non-

alcoholic - it doesn’t much ma>er.  Now go try describe to the first 

person you meet what it tastes like.  Quite difficult indeed.  The 

Phantom is a bit like that. 

Go out and drive one?  Well, yes I would suggest that in a perfect 

world, but sadly I don’t see Rolls Royce le[ng all and sundry taking 

a crack at their flagship.  For good reason, well two in fact, firstly 

they are quite expensive and secondly because they are expensive 

Rolls Royce doesn’t have Phantom ‘demo’ cars just lying about 

wai:ng to be test driven and then aMer 8 000km sold for a ‘good 

price’. 

It is a phenomenal vehicle and I would go so far as to say that not 

only have Rolls managed to considerably outdo the old Phantom, 

but they have also succeeded in bringing a new flavour of brilliance 

to the aging brand, which I believe will carry them forward. 

I will also say that they have undoubtedly, in my mind at least, 

created the finest luxury motorcar in the world, and I challenge 

anyone to prove me wrong. 
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Elon Musk is good at many things, but clearly when it comes to 

understanding the inner workings of the motoring press he couldn’t 

find his arse with both hands. 

Tesla’s chief execu:ve, who has had a mixed rela:onship with the 

media, tweeted recently that the “problem is journos are under 

constant pressure to get max clicks and earn adver�sing dollars or 

get fired.” 

Which, by the way, we’re not.  Certainly not at Naked Motoring, 

anyway. 

“Tricky situa:on,” he went on, in that not-very-nuanced, fewer 

than 281 characters way that’s so popular these days, “as Tesla 

doesn’t adver:se, but fossil fuel companies and gas/diesel car 

companies are among world’s biggest adver:sers.” 

Right, okay...  where to begin furthering his educa:on? 

For a start, I’ve never, in many years in this business, been 

influenced or pressured to write or amend a story to keep 

adver:sers happy.  It’s important you know that Mr. Musk. 

Some:mes we write things here that upset people who make cars - 

or other things adver:sed in our magazine pages - and that’s fine 

by us.  On occasion, they’ve objected to these things so much that 

they have leM us for a while.  Perhaps what we write makes life 

difficult for the adver:sing sales team and that’s fine too, because 

impar:ality and honesty are what our readers want. 

But the point is, you see, it’s the only way we can work.  By 

repor:ng to you.  Yes, you, the reader.  Mostly because we want to, 

which is why we’re not working in adver:sing where we’d get paid 

more, and secondly, because you’re not stupid, and if we didn’t 

you’d see through it. 

And then you’d walk away, and then adver:sers would definitely 

leave too, because if I know one thing about adver:sing, it’s that 

talking to nobody is not good prac:ce.  It is, literally, then, our 

business model to ignore what adver:sers think. 

Anyway, inevitably, in a world where we’re frequently reviewing 

one thing against another, we couldn’t please them all.  I know. I’ve 

had the emails.  And yes, of course online ‘clicks’ ma>er, but the 

chances are that what’s being adver:sed to you is not exactly a 

vehicle anyway. It’ll be that watch, or champagne, or pack of 

condoms you recently bought. 

So not really a ‘tricky situa:on’ at all.  And to avoid other tricky 

situa:ons - such as, I don’t know, defaming an en:re industry in 

unsubstan:ated fashion - we get sent on legal courses where we’re 

advised to definitely avoid doing precisely that.  Be right, be 

objec:ve, be unbiased, they say.  So we are. 

Or are we?  I mean, it does say Naked Motoring on the top of this 

magazine.  So, look, whatever you get in here, it’s going to be about 

cars.  Is that okay?  I hope it’s okay.  I’m compelled to say that cars 

are be>er than trains or buses or freestyle armchairs, but what if, 

purely objec:vely, I was wrong? 

I’ll admit it probably would turn you - and adver:sers - off if I said I 

preferred the Number 79 from town to Rosebank to an aMernoon 

in a 911 GT3.  Fortunately, perhaps, I don’t.  Right or wrongly, I like 

cars, because I happen to believe they’ve changed the world for the 

be>er and that they’re bloody brilliant.  And that it really doesn’t 

ma>er what they’re powered by, or how much those who make 

them spend with us.  Sorry Elon, but you are wrong. 

ELON MUSK DECIDES WHAT’S WRONG 

WITH THE MEDIA… APPARENTLY 
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Zhuhai, China:  This year is star:ng strong for Leona Chin. 

Following her placing as second overall in Renault Clio Cup China 

Series in 2016 and a 1 year hiatus, she’s back at it again in the 

newly-launched MINI Challenge Asia Series. This one make race 

features the MINI F56 JCW – a 255hp, sequen:al gearbox equipped 

race car based on the road-going F56 JCW. 

The MINI Challenge Asia Series sees the world-renowned MINI one-

make race series making its way to Asia, with the hopes that it will 

eventually grow in scale to match that of the series 17 years history 

in the UK.    

Over the course of the weekend, Leona proved she could tangle 

with some of the best drivers in the region. Two notable opponents 

were Nobuhiro Murata, a Japan Super GT driver, and Na>anid ‘Kat’ 

Leewatanavalagul, currently the best female driver from Thailand. 

For this round, Leona is racing under Team GreatDrive – a well-

established Hong Kong based car importer. 

The first leg of the series was held at Zhuhai Interna:onal Circuit – a 

track that Leona is familiar with herself given her past racing 

experience in China. During free prac:ce Leona managed to clock a 

:me just 1 second off the top spot. The field was separated by 16 

seconds, with the top 5 drivers placing within 7 seconds of each 

other. Murata did not manage to finish qualifying as he went off 

the track during his session. 

When it came :me to race, Leona’s compe:tors pulled slightly 

ahead during Race 1, and she finished the race with a 4
th

 place 

standing - just half a second behind Takaya Tsubobayashi. For Race 

2 the posi:ons were shuffled once again, and Leona took the 

opportunity to overtake Tsubobayashi for a 3
rd

 place finish, just 1 

second behind Nobuhiro Murata. During the race she also managed 

to set a fastest lap :me of 1:54.188, roughly half a second quicker 

than Henry Lee Jr. who took victory over the weekend. 

Following the end of Race 1 and 2, Leona felt posi:ve about the 

outcome and the coming races. “I would like to thank GreatDrive 

for giving me the opportunity to compete in this round of MINI 

Challenge Asia Series. The car performed well during both races, 

really easy to drive and light on its feet.” She said. “It’s a nice step 

up from Clio cup car I raced 2 years ago. I’m looking forward to the 

next round on the 16
th

 and 17
th

 June, which will also be at Zhuhai 

Interna:onal Circuit if I can get enough of funding.” 

Leona Chin has been involved in cars and motorsports since her 

teenage years. She has had experience in various levels of 

motorsports, compe:ng both within Malaysia and overseas as well, 

along with off-track exploits such as Gymkhana, Autocross, Rallying 

and – most notably of all – driMing. She currently has roles both as a 

driver and a manager for teams in various series, and is 

con:nuously honing her skills and looking for new challenges. 

 

 

LEONA CHIN SEEKS SPONSORSHIP 

Leona is also looking for sponsorship, and in this regard should 

anyone wish to discuss this with her then please feel free to e-mail 

her directly at leonachin88@gmail.com, or alterna:vely send your 

enquiries to editor@nakedmotoring.co.za and we will gladly 

forward any such correspondence to her on your behalf. 

FEMALE MALAYSIAN DRIVER LEONA CHIN 

TAKES PODIUM IN MINI CHALLENGE ASIA 
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StuDgart, 5 June 2018 - The latest itera:on of Ferrari's turbo-

charged V8 that equips, in various forms, all Ferrari's V8-engined 

cars, has been nominated the best engine in the world for the third 

year running in the 2018 Interna:onal Engine of the Year Awards. 

In this, the award's 20th anniversary edi:on, Ferrari took no fewer 

than six awards, the highest number for any manufacturer in any 

one year, bringing the total of Ferrari's trophies up to 27, a record 

number of wins for any sports car company. 

Along with the overall Engine of the Year honour, the 720-cv 3.9-

litre V8 that powers the new 488 Pista also took the 3-litre to 4-litre 

class, the Performance Engine category and the special nomina:on 

for the 'Best of the Best', with the 68 interna:onal judges asked to 

vote for the top engine from among all the winners over the last 20 

years. 

"In the 488  GTB, the 3.9-litre eight-cylinder was a near-perfect 

example of a high-performance turbocharged engine, se[ng the 

bar so high that it swept aside rival powertrains," said Dean 

Slavnich, co-chairman of the IEOTY Awards. "But redeveloped and 

tweaked for the 488 Pista, the best engine in the world just got 

be>er. Without doubt, we're looking at an engineering masterclass 

from Ferrari. No turbo lag, beau:ful delivery, raw emo:on, a 

furious growl and so much power - this Ferrari V8 is a work of art." 

Crowning Ferrari's record-breaking year, the naturally-aspirated 

800-cv 6.5-litre V12 powering the 812 Superfast also won two 

awards: the Above 4-litre class and, due to it being 

comprehensively re-engineered from the 6.3-litre unit that 

equipped the F12berline>a with 75% new components, the Best 

New Engine category. 

FERRARI'S TURBO-CHARGED V8 IS VOTED 

THE BEST ENGINE OF THE LAST 20 YEARS 
THE 3.9-LITRE V8 TAKES THE INTERNATIONAL ENGINE OF THE YEAR AWARD FOR THE 

THIRD YEAR RUNNING CLAIMING A RECORD NUMBER OF SIX AWARDS 

Dubai. Porsche’s anniversary year is about to reach its 

high point: Today, Friday (June 8th) the Porsche 

Museum will host the opening ceremony for the “70 

years of the Porsche sports car” special exhibi:on 

together with invited guests. A>ending the ceremony 

will be the Minister President of the state of Baden-

Wür>emberg, Winfried Kretschmann, the Lord Mayor 

of Stu>gart, Fritz Kuhn, Parliamentary State Secretary 

at the Federal Ministry of Transport and Digital 

Infrastructure, Steffen Bilger, as well as numerous 

representa:ves from the fields of poli:cs, business and 

community. Dr Wolfgang Porsche, Chairman of the 

Supervisory Board of Porsche AG, Oliver Blume, 

Chairman of the Execu:ve Board of Porsche AG and 

Uwe Hück, Deputy Chairman of the Supervisory Board 

of Porsche AG, will look back together on the birth of 

the Porsche brand. On this very day June 8, in 1948, the 

Porsche 356 “No. 1” Roadster received its general 

opera:ng permit. Since then, the company has gone 

beyond just producing just sports cars, becoming a 

synonym for sporty driving experiences and a way of 

thinking in the areas of automo:ve innova:on, design 

and func:onality.. 

With this special exhibi:on, Porsche presents 

numerous stories and milestones through which the 

company has decisively shaped and driven the 

development of sports cars from 1948 to this day. Its 

aim is to highlight outstanding Porsche developments 

over the past seven decades. More than 75 exhibits–

from the legendary Porsche 356 “No. 1” Roadster from 

1948 to the purely electric Porsche Mission E–provide 

insights into the past and future of the brand.  

“With this exhibi:on celebra:ng the anniversary of our 

brand, we are breaking completely new ground”, 

Achim Stejskal, Director of the Porsche Museum, points 

out. “For the first :me, we have completely re-

designed our en:re exhibi:on area, which covers more 

than 5,600 square metres”. 

As the “origin of the sports car”, the 70-year-old 356 

“No. 1” Roadster will be the first thing that visitors see 

at the exhibi:on. This unique model makes Porsche 

one of the few car manufacturers in the world to have 

the original first vehicle ever built by the brand in its 

possession. 

Motorsports makes up a significant part of each 

decade. Throughout its history to the present day, 

Porsche has developed and tested new technologies in 

racing cars that go on to become legends. This principle 

is also shaping “the future of the sports car”, with the 

Mission E, the series version of which will be launched 

on the market in 2019 as the first purely electrically 

powered Porsche, drawing on the experiences gained 

from the Le Mans-winning 919 Hybrid. Digital projects, 

such as networking via Porsche Connect and data 

security using blockchain in sports cars will also feature. 

The special exhibi:on will be accompanied by 

interac:ve experiences, such as an augmented reality 

applica:on for the Mission E. As visitors view the 

concept study, Augmented Reality glasses display 

further informa:on about the technology behind the 

Mission E.  

The special exhibi:on’s unique appeal is created by 

combining Porsche through the eras with the 

company’s cultural values: Pioneering spirit, passion, 

spor:ness and family. The exhibi:on also places 

par:cular emphasis on the employees, racing drivers 

and friends of Porsche that have made the company 

the force it is today. Without the legendary passion of 

Porsche’s employees and the enthusiasm of the 

Porsche community across the world, such a success 

story would be unthinkable for the sports car 

manufacturer. 

 

The sports car manufacturer will also hold a special 

exhibi:on to mark the anniversary year in the Porsche 

pavilion at the Autostadt visitor a>rac:on in Wolfsburg. 

The first four 356 Speedster vehicles ever built, da:ng 

from 1954, will be showcased as examples of Porsche 

engineering. Another special exhibi:on will also be held 

for the family day taking place tomorrow at the 

Porsche plant in Leipzig. 

The sports car manufacturer is celebra:ng this 

anniversary with numerous ac:vi:es around the world 

throughout 2018: On June 9th, Porsche is invi:ng fans 

to its “Sportscar Together Day” at all of its sites around 

the world.  

The “Fes:val of Speed”, held from July 12–15 at the 

Goodwood race track in the UK, and the “Rennsport 

Reunion” in California from September 27–30, will also 

mark the anniversary. The anniversary celebra:ons will 

conclude with the “Sound Night” event to be held for 

the first :me in the Porsche Arena in Stu>gart on 

October 13.  

The “70 years of the Porsche sports car” special 

exhibi:on is being held un:l January 6, 2019. The 

Porsche Museum is open from Tuesday to Sunday, 

from 9 am to 6 pm. 

CEREMONIAL OPENING OF THE “70 YEARS PORSCHE SPORTS CAR” SPECIAL EXHIBITION 



 

 33 33 



 

 34 



 

 35 35 



 

 36 

Johannesburg:  No ma>er how ubiquitous the le>ers ‘GTI’ 

become, they are synonymous for much of the popula:on 

with only one car - the Volkswagen Golf GTI.  This has less to 

do with their original placement and more to do with a very 

serious, unbroken history.  

I personally own a GTI, a Polo GTI from the previous genera:on, 

but a GTI none-the-less.  So I understand the a>rac:on. 

With myself perhaps being the noted and only excep:on there has 

been a Volkswagen Golf GTI on sale for as long as any of the 

current team has been alive.  Although other manufacturers have 

been dabbling in hot hatches for close to four decades, none 

comes close to establishing a single model iden:ty on the segment 

in the way that VW has done.  

But while it may stand alone as a recognisable icon of the class that 

it pioneered, the Golf GTI has been recognised as its leader only 

sporadically.  Instead, VW has wanted to spread its ‘hot’ brief as 

thinly as possible so that it might be pulled down over a car of 

incredibly wide appeal. 

There are few model introduc:ons as notable as the Golf GTI’s 

debut at the 1975 Frankfurt motor show.   The car struck a chord 

with buyers, and what started as a trickle of leM-hand-drive Mk1 

cars in 1977 turned into a torrent by 1989, when the all-conquering 

Mk2 sold in phenomenal numbers in just one year. 

The Mk3 and Mk4 were a compara:ve disappointment, but the 

Mk5 and copycat Mk6 marked a welcome return to be>er form, 

especially in runout Edi:on 30 and 35 formats. 

In a bid to drag this new performance-orientated Golf towards the 

horizon of those of us fixated on the Renault Mégane 265 and Ford 

Focus ST, a 2017 faceliM of the Golf range saw Volkswagen give the 

GTI tools to compete in an ever expanding sector with the standard 

GTI's power increased to 170kW, while the GTI Performance gets 

another 10kW.  The seventh genera:on Golf GTI was given special 

makeovers to mark the 40th anniversary with the GTI Clubsport 

Edi�on 40 and a very limited run Clubsport S. 

So is the new Volkswagen Golf GTI worthy of praise once again? 

Well it isn’t subtle.  The Golf GTI hasn’t endured for more than 

three decades by offending your mother with its outrageousness, 

and VW says the GTI has a, “more impressive stance on the road 

than ever before”. 

The Father - the Golf Mk. 7 

36 



 

 37 

Admi>edly I am unconvinced but am also happy not to have it any 

other way.  The GTI remains, as ever, a car whose appearance will 

lead people to assume only good things about you.  

Beneath the skin, it’s a familiar story, too.  I wouldn’t call the GTI 

predictable, but you could have, with reasonable accuracy 

correctly guessed the spec of this GTI two years before its arrival. 

The mul:-link rear and MacPherson strut front suspension leave 

the GTI riding 15mm lower than a standard Golf.  A turbocharged 2 

litre engine makes 170kW in standard guise, while the GTI 

Performance gets 180kW. 

The 2 litre ‘EA888’ engine has been tweaked for this, in its third 

genera:on.  It’s now compliant with Euro-6 emissions regula:ons, 

thanks in large part to a redesign of the cylinder head. 

Exhaust gases are now cooled within the head before they depart 

to the turbocharger, and a dual-injec:on system has been 

introduced that combines mul:-point injec:on with direct 

injec:on.  Two-mode liM on the exhaust valves, stop-start 

func:onality, reduced internal fric:on and intelligent control of 

the cooling system, which if needed can close off all circula:on 

on warm-up. 

One more anomaly: the Golf GTI now comes with a non-linear 

steering rack.  It quickens as you wind on lock to make it just over 

two turns lock to lock.  As standard, GTIs get a six-speed manual 

gearbox.  A seven-speed dual-clutch automa:c is op:onal. 

It would take a blindfold and a set of asbestos welding gloves to 

misiden:fy the Golf’s interior.  When looking at the controls and 

switchgear layout you are immediately aware that their placement 

and func:onality was the work of many commi>ee mee:ngs and 

the result of laborious, painstaking :me-honoured considera:on. 

They have been (over) 40 years in the making - and it shows. 

Turning up the temperature on this elegant workhorse has always 

been an unadventurous and cost-effec:ve affair.  Tartan 

upholstery - a reoccurring tribute to the Mk1 - is about as blatantly 

racy as the Volkswagen Golf GTI gets. 

For most of Volkswagen’s solidly mature, middle-of-the-road 

buyers, such modesty will not be an problem.  There is a worthy 

set of sports seats beneath the decora:ve covers; they are 

suppor:ve, but not as much so as those found inside some of its 

compe:tors. 

As well as the essen:al height adjustment and manually adjustable 

lumbar support, there is a dash of red embroidery, a splash of 

branding and a modest sprinkling of superior equipment to be>er 

suit the higher price tag the car commands. 

Like the regular Golf, the GTI is well-equipped and being near the 

top end in terms of price-point and performance for this model 

means its equipment list is fairly substan:al.  Notable features 

include LED headlights, foglights and rear lights, GTI-tuned sports 

suspension, an aggressive bodykit, parking sensors, adap:ve cruise 
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control and a twin stainless steel exhaust system.  Inside you will find heated 

front seats, ambient interior ligh:ng, dual-zone climate control, Volkswagen's 

12.3 inch digital instrument binnacle and 8 inch touchscreen Discover 

Naviga�on infotainment system complete with satellite naviga:on, Bluetooth 

and USB connec:vity, DAB radio (in selected markets), smartphone 

integra:on and, depending also on your market, subscrip:on to VW's online 

services. 

Op:ng for the Golf GTI Performance not only gets you an extra 10kW but a 

mechanical slip differen:al and larger brake discs. 

The driver is placed in much the same posi:on as in the standard car, which is 

fine because there’s already plenty of purpose in VW’s default arrangement.  

Visibility is good, as is the sense of control that comes from being at just the 

right kind of height rela:ve to an superbly laid out dashboard. 

There’s room in the back to seat adults comfortably, a bigger boot than most 

rivals manage and all the prac:cality that comes with a flat-floored, 1 270 litre 

load space. 

There’s a fine line to tread here.  The GTI must have the capacity to thrill and 

excite, but it would never do if, by over-endowing it with punch, VW made this 

driving experience approach the exaggerated. 

So, in the main, it doesn’t.  The hot Golf, in full Performance mode and DSG 

dual-clutch gearbox-equipped form, recorded a 6.5 second 0 to 100km/h 

sprint and picked off 160km/h in 16.4 seconds.  These figures are compe::ve, 

but hardly impressive for a front-drive hot hatch at this level.  

However good the car may be, you are just always leM with a sense of 

wan:ng, and when you consider that VW brought out the Clubsport you can’t 

help but wonder if the normal GTI was designed from incep:on to be a li>le 

bit inadequate to bolster Clubsport sales. 

It is s:ll iconic and as far as hot hatches are concerned the GTI will always 

remain a favourite with many people.  This author included. 

The introduc�on of new digital instrumenta�on instantly takes the Golf from being a hot hatch to a clever and sophis�cated hot hatch 
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Sydney, Australia:   Behold the new flagship pocket rocket of 

the Fiat 500 range, with a turbo 1.4 under its nose and an 

array of improved suspension components and new brakes. 

For a reasonable sum you could park the entry-level 595 on 

your driveway, but with just 107kW, a muted exhaust note, sloppy 

manual gear-shiM, a lot more brake pedal travel and adap:ve 

suspension on only the front axle, the more affordable Abarth feels 

like a close rela:ve to the Fiat 500 donor.  The Compe:zione, on 

the other hand, feels like a distant, athle:c cousin. 

Inside the car you are met with a cabin not far removed from the 

much cheaper entry Fiat 500.  Some hard plas:cs, a :ny 

touchscreen and only one-way steering adjustment forces a sea:ng 

posi:on not unlike that of a Land Rover Defender.  At least the 

u>erly fantas:c Sabelt carbon fibre racing seats redeem the 

situa:on to a degree.  But wait, because they are an expensive cost 

op:on. 

Then there’s the prac:cality; or lack of it.  Technically, there are 

four seats but the full capacity is only possible when the front row 

is occupied by Vervet monkeys; the 185 litre boot is large enough 

for perhaps a handbag, and the only cabin storage is sufficient for a 

phone.  But you shouldn’t a>empt that because it will shoot out at 

the first corner and hide from you under the seat. 

And then there is the 35 litre fuel tank which is fine when feeding 

the smallest 900cc Fiat engine or a mouse, but here, feeding a 1.4 

turbo four-pot with 132kW, you’ll be visi:ng the pumps frequently.  

But there is an upside to all of this, and its called 132kW in a car 

that weighs 

1045kg and 

has the same 

wheelbase 

as a mouse.  

Now it all 

starts to make sense. 

Click the notchy five-speed manual gearbox into first, give the 595 

everything and it’s like you have stamped on its skinny tail.  With a 

feathery kerb weight and bags of front-drive trac:on, accelera:on 

is lively in all lower gears and accompanied with a manic exhaust 

note from the standard Monza sport system. 

The Compe:zione gets adap:ve suspension on all four corners that 

allows you to select from a very hard, vision-blurring se[ng, or one 

even firmer. 

As a driving weapon it is u>erly, u>erly brilliant! 

the 2018 Abarth 595 Competizione 
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Hampshire, England:   This is the 

Land Rover Discovery Si4, a four-

cylinder petrol variant of the seven-

seat luxury SUV, which has been 

added to the range at a useful :me 

to capitalise on the con:nuing global 

slump in popularity of diesel engines.  

The ques:on is, can this turbocharged 2 

litre inline four with only 220kW and a 

more worrying 400Nm really be a match 

for the kind of oil-burning unit that is 

tradi:onally found under the bonnet of 

prac:cal-but-posh workhorses such as the 

Solihull-built Discovery? 

The engine, part of Jaguar Land Rover’s 

Ingenium ‘AJ200’ family built at their 

engine manufacturing centre in 

Wolverhampton, has previously been 

added to the model line-up of the 

Discovery Sport, Range Rover Velar 

and Evoque. 

On the Discovery Si4, it is joined to the 

eight-speed ZF automa:c transmission 

and four-wheel drive system that are 

ubiquitous across the fiMh-genera:on 

Discovery’s range. 

Our test car came in SE trim, one up from 

the entry-level S spec, and one down from 

the range-topping HSE trim, but it was s:ll 

as well appointed as you would hope it 

might be.  Equipment highlights include a 

really nice 10 inch touchscreen 

infotainment system, air suspension, 

heated front seats, LED headlights, a 250W 

10-speaker sound system and leather 

seats.  

Op:ons on our test car were 

limited to privacy glass, a rear-

view camera and 360 

degree parking assist.  The 

la>er two proved useful for 

backing the Discovery into 

daun:ngly :ght mul:-storey 

parking bays. 

More accomplished than it 

might appear on paper. The petrol unit 

does a fairly spirited job of pulling this two 

ton SUV on all types of roads.  At cruising 

speeds, engine noise is muted and, allied 

with the general silence present within 

the  cabin, there’s a veneer of refinement 

you don’t get from diesel deriva:ves.  In 

that respect, this new engine 

complements the car’s laidback a[tude 

rather well.  

And then there is the way it looks… from 

the front it looks brilliant, and from the 

side there is a sense of propor:on and 

status.  However from the back the car 

looks lopsided because of the stupid off-

center placement of the number plate. 

It defies logic and in my view ruins the cars 

overall aesthe:c. 

So saying, it is a good car and worth a look. 

Lopsided 

bewilderment... 

the Land Rover Discovery Si4 

42 



 

 43 

Buckinghamshire, England:   Last month I got to drive a 

BMW M4 CS.  This month I obviously sinned somehow and 

ended up with the new Kia Picanto which is a budget city car. 

 Despite the apparently unsound logic of spending a 

substan:al percentage of the price of a basic Picanto to acquire a 

GT-Line or GT-Line S version, KIA reports that almost a quarter of 

buyers choose these top-of-the line models.  The reason, says KIA, 

is that it doesn’t cost so much to upgrade when you’re paying 

monthly.  A fair point perhaps. 

Along with bigger engines, these versions deploy a more energe:c 

look with their enlarged alloys, racier bumper designs and red 

highlights, and the top GT Line S trim showers you with the kit of a 

grown-up car.  And then there is the X-Line, which is what I am 

driving. 

A wannabe grown-up car is what it is all about, this faux crossover 

drawing inspira:on from KIA’s larger crossovers.  It rides 15mm 

higher than a standard Picanto, flaun:ng black plas:c wheel arch 

extensions with short tongues that cut into the bodywork - just like 

a Land Rover Defender’s - as well as black sill covers and reworked 

bumpers that add 75mm to its length. 

It also wears a dis:nc:ve new face, taking the Picanto front 

bumper style count to three, has painted silver plas:c skid plates 

front and rear and lime green décor highlights both inside and out. 

Mechanically there are no differences apart from the ride height 

change, the X-Line coming with the ‘larger’ 1.25 litre 60Kw four 

cylinder and a five 

speed manual 

gearbox. 

In short though 

it’s not a nice car.  

Very few KIA’s 

which I have driven are. 

It’s crossover-in-miniature look is stupid.  Inside there are grey, faux 

leather seats with lime s:tching, which are hideous, and gloss white 

and lime armrest décor inserts, which are even worse. 

The only area where the car is good is when it comes to fuel 

consump:on, where it returned an average 4.6 litres per 100km for 

the test period.  That’s literally it. 

Buy one, no.  Recommend one, never.  If you want a cross-over, 

then buy a proper one, with trim made from real materials. 

Death by bee stinging would be preferable 
the new KIA Picanto 1.25 X-Line 

43 



 

 44 

Nice, France:  Last year we reviewed 

the 2.3 litre Ecoboost Mustang 

automa:c in its conver:ble form, and 

sort of declared that that was the 

correct configura:on for that 

par:cular car.  However that car, being the 

previous genera:on Mustang had a 6 

speed gearbox, which clearly the powers-

that-be at Ford felt was hugely inadequate 

so they added another four… which means 

that the new car being tested here has a 

10 speed automa:c gearbox.  And you 

have to wonder why... 

Put plainly, it’s the many geared, low fat, 

skimmed-milk version of the Ford 

Mustang; a car that is as synonymous with 

V8 engines as Julius Malema is with 

unintelligible statements and hate 

speech. 

However, the key role the V8 plays in 

forming the Mustang’s iden:ty hasn’t 

stopped Ford from offering its iconic pony 

car with a 2.3 litre, four-cylinder Ecoboost 

engine.  It’s the exact same engine that 

was available when the sixth-genera:on 

Mustang first came on sale back in 2015, 

and despite the fact that it’s familial with 

the unit found in the insane Focus RS, at 

the :me it never really won us over on the 

charm front. 

Now, we’re sampling it in the new 2018 

Mustang, paired here with a new 10 speed 

automa:c gearbox.  Along with that, the 

faceliM brings with it a number of subtle 

tweaks 

intended to 

broaden the 

cars appeal.  

There’s also a 

greater focus on 

safety, with 

features such as 

pre-collision 

assist, 

pedestrian detec:on and lane-departure 

warning all being fi>ed to help boost the 

2015 car’s pathe:c two-star Euro NCAP 

safety ra:ng, while a digital instrument 

cluster adds a more modern twist to the 

interior. 

The chassis has been tweaked, too, with 

revised dampers improving the Mustang’s 

road-holding, while the rear suspension 

has been s:ffened up.  Those also willing 

to part with more money can also add the 

op:onal adap:ve MagneRide damping 

system.  The engine also has more poke 

than the old model, but only slightly more. 

On the road the car drives well, but does 

tend to hunt for gears quite a lot when 

required to gear down. 

However nothing has changed and our 

verdict remains the same.  If you want the 

non-V8 Mustang then it has to be a 

conver:ble and an automa:c.  The fact 

that it has more gears doesn’t ma>er then. 

Ford Mustang 2.3 Ecoboost auto 
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Maidenhead, England:  When Jaguar launched the E-Pace, a 

compact SUV, the motoring world was excited, because not 

only had the s:gma that jags need to be a hundred feet long 

and 25 feet wide dissolved but also that because the market 

was awash with compact SUVs from virtually every 

manufacturer there would be some compe::on for the likes of the 

Audi Q3 and BMW X3.  And now there is a new baby in the E-Pace 

camp, the entry-level version of the Jaguar E-Pace, if you will. 

The car uses an ‘Ingenium’ 2 litre turbodiesel engine closely related 

to those of Jaguar’s more powerful oil-burners, that produces 

110kW and 380Nm of torque, and that all drives the car through a 

six-speed manual gearbox, and also exclusively through the front 

wheels. 

Only one other engine in the range can be combined with a manual 

gearbox, and no other misses out on four-wheel drive, so this really 

is the E-Pace at its simplest.  And it’s the lightest - which, in a car we 

have already cri:cised for being a bit fat, is noteworthy. 

S:ck with entry-level trim E-Pace and you might imagine you will 

get a pre>y empty car, but you would be wrong.  The bo>om-rung 

car admi>edly does get manually adjusted cloth seats without 

heaters, but it has 17 inch alloys, LED headlights, a 10 inch 

touchscreen infotainment system (with DAB radio), cruise control, a 

reversing camera and a fairly full-house of ac:ve safety systems. 

Moving up to an ‘S’ gets you upgraded headlights, 18 inch alloys, 

electric leather seats, heated mirrors and an infotainment upgrade 

including a be>er naviga:on setup, an in-car wifi hotspot and 

Jaguar’s ‘InControl’ 

smartphone apps.   

Refreshing evidence that 

cheaper and simpler is probably 

be>er for Jaguar’s new baby SUV.  While this car remains heavier, 

even in this form, than the nearest equivalent F-Pace, it isn’t 

troubled by quite the level of ‘spor:ng aspira:on’ with which many 

of its more expensive sibling deriva:ves wrestle.  It feels like a car 

with less to prove as a result, and rides and handles with a likeable 

roundedness and pragma:sm that escapes the car in other forms. 

There is however something which you get in this car which you 

also get in the flagship XJL model, and that is a leaping Jaguar on 

the front and back - status and pedigree. 

Brilliant?  No, but definitely a classy and upmarket affordable 

alterna:ve to others who will, undoubtedly, fall short of the mark. 

ENTRY LEVEL JAG 
is the new E-Pace 2.0 D150 good enough? 

45 



 

 46 

Everyone knows how a car changes direc:on.  On 

the outside of the car, one on each corner, is a 

wheel - four of them - and inside the car is a fiMh 

which the driver holds onto.  When the driver turns 

the steering wheel the front wheels turn in the 

desired direc:on of travel and like magic the car too 

heads in that direc:on, and then once it arrives, all 

the driver need do is straighten out the steering 

wheel and off he goes.  Its really simple and we all understand this 

very well.  Even babies have toys with steering wheels. 

However cars are ge[ng bigger and faster, so to manage all this 

added size or pace the makers of cars have had to come up with 

something to help the driver change direc:on more easily and to 

increase stability.  What they did is devise a way to get all four 

wheels to turn when the steering wheel is turned, but in some very 

clever ways as I will now explain. 

It is though not as new as you might think and was first seen on a 

Mercedes Benz Type G5 passenger car in 1937.  It since has been 

popular with vehicle manufacturers since the late 1980s. 

Four-wheel steering is a system employed by some vehicles to 

improve steering response, increase vehicle stability while 

manoeuvring at high speed, or to decrease turning radius at lower 

speeds. 

In an acBve four-wheel steering system, all four wheels turn at the 

same :me when the driver steers.  In most ac:ve four-wheel 

steering systems, the rear wheels are steered by a computer and 

actuators.  The rear wheels generally cannot turn as far as the front 

wheels.  Depending on the car and its systems there can be controls 

to switch off the rear steer and op:ons to steer only the rear 

wheels independently of the front wheels.  At low speed (e.g. 
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THE MAGIC OF FOUR-WHEEL STEERING EXPLAINED 

at low speed when turning leM the front wheels turn leM but the rear wheels turn right 

shortening the amount of road required for the move 

when travelling in a straight line all four wheels point in the same direc:on, as per normal 

driving 

at low speed when turning right the front wheels turn right but the rear wheels turn leM 

shortening the amount of road required for the move 
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parking) the rear wheels turn opposite to 

the front wheels, reducing the turning 

radius, some:mes cri:cal for large trucks, 

tractors, vehicles with trailers and 

passenger cars with a large wheelbase, 

while at higher speeds both front and rear 

wheels turn alike (electronically 

controlled), so that the vehicle may change 

posi:on with less yaw and improved build-

up of the lateral accelera:on, enhancing 

straight-line stability. 

Four-wheel steering ini:ally found its most 

widespread use in monster trucks, where 

manoeuvrability in small arenas is cri:cal, 

and it is also popular in large farm vehicles 

and trucks.  Some of the modern European 

Intercity buses also u:lise four-wheel 

steering to assist manoeuvrability in bus 

terminals, and also to improve road 

stability.  

The first rally vehicle to use the technology 

was the Peugeot 405 Turbo 16.  Its debut 

was at the 1988 Pikes Peak Interna:onal 

Hill Climb, where it set a record breaking 

:me of 10:47.77.  The car would go on to 

victory in the 1989 and 1990 Paris-Dakar 

Rally, again driven by Ari Vatanen. 

Previously, Honda had four-wheel steering 

as an op:on in their 1987–2001 Prelude 

and Honda Ascot Innova models (1992–

1996).  Mazda also offered four-wheel 

steering on the 626 and MX6 in 1988. 

General Motors offered Delphi's 

Quadrasteer in their consumer Silverado/

Sierra and Suburban/Yukon.  However, 

only 16 500 vehicles were sold with this 

system from its introduc:on in 2002 

through 2004.  Due to this low demand, 

GM discon:nued the technology at the 

end of the 2005 model year.  Nissan/Infini: 

offer several versions of their HICAS 

system as standard or as an op:on in much 

of their line-up. 

In the early 2000s, a new genera:on of 

four-wheel steering systems was 

introduced into the market.  At first 2001 

BMW equipped its 7 Series with an all-

wheel steering system (op:onal, called 

'Integral Ac:ve Steering'), which is now 

available on the current 7 Series, 6 Series 

and 5 Series as an op:on.  Renault 

introduced an op:onal all-wheel steering 

called ‘4control’ in 2009, at first on the 

Laguna GT, which is currently available on 

the Talisman, Mégane and Espace vehicle 

lines.  

Then in 2013, Porsche first introduced a 

system on the 991 Turbo as standard 

equipment.  Since 2016, the Porsche 

Panamera is also offered with an op:onal 

all-wheel steering.  Audi launched the 2014 

Q7 model with an op:onal system.
 
 Also 

the Japanese OEMs offer luxury segment 

vehicles equipped with all-wheel steering, 

such as Infini: on its QX70 model (‘Rear 

Ac:ve Steering’) and Lexus on the GS.  The 

Italian OEMs have launched the technology 

in the model years 2016/17 with the 

Ferrari F12tdf, the Ferrari GTC4Lusso as 

well as the Lamborghini Aventador S 

Coupe and Ferrari 812 superfast.   

Admi>edly the system on the Ferrari 

F12tdf was a bit rubbish, but by the :me it 

was seen in other models, including the 

F12’s replacement the 812 superfast, it 

had been vastly improved. 

In essence the system, by turning all four 

wheels in the same direc:on at high speed 

has the virtual effect of lengthening the 

cars wheelbase, thus affording a lot more 

stability. 

The current leader in the ba>le to perfect 

four-wheel steering systems is, in my view, 

Audi with their dynamic rear-wheel 

steering found in the 2018 A8 model. 

Many modern vehicles have passive rear 

steering.  On many vehicles, when 

cornering, the rear wheels tend to steer 

slightly to the outside of a turn, which can 

reduce stability.  The passive steering 

system uses the lateral forces generated in 

a turn (through suspension geometry) and 

the bushings to correct this tendency and 

steer the wheels slightly to the inside of 

the corner.  This improves the stability of 

the car, through the turn.  This effect is 

called compliance understeer and it, or its 

opposite, is present on all suspensions.  

Typical methods of achieving compliance 

understeer are to use a Wa>'s link on a live 

rear axle, or the use of toe control 

bushings on a twist beam suspension.  On 

an independent rear suspension it is 

normally achieved by changing the rates of 

the rubber bushings in the suspension.  

Some suspensions typically have 

compliance oversteer due to geometry, 

such as Hotchkiss live axles or a semi-

trailing arm IRS, but may be mi:gated by 

revisions to the pivot points of the leaf 

spring or trailing arm. 

Passive rear wheel steering is not a new 

concept, as it has been in use for many 

years, although not always recognised as 

such. 

And that my readers is the long and the 

short of this exci:ng and revolu:onary 

system, which many of you may have 

never fully understood or even knew 

about.  I’ll bet very of you very few knew 

about passive rear-wheel steering… and 

that your car probably has it. 

1937 Mercedes Benz Type G5 

the 2018 Audi A8 with ‘dynamic rear-wheel steering 
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Birmingham, England:  Well that 

didn’t take too long.  Only a few 

weeks ago, there we were, ge[ng 

our first taste of the third-genera:on 

Mercedes CLS four-door coupe in 

AMG 53 format. and now there is another, 

this :me the one notch down performance 

diesel version; the CLS 400d 4Ma:c, and 

yes your eyes are not deceiving you, I did 

say a ‘performance diesel’. 

Mercedes Benz hasn’t tradi:onally 

challenged Audi and BMW at the very top 

of the oil burning execu:ve model tree, 

but the arrival of its new families of 

straight six turbocharged engines changes 

things.  And so, in addi:on to a CLS 350d 

with 210kW, you can get this CLS which 

offers 250kW and more than 680Nm of 

torque, as well as 0 - 100km/h sprin:ng in 

5 seconds and lab test CO2 and economy 

figures near-iden:cal to those of its less 

powerful diesel brother. 

This par:cular model doesn’t have the 

intelligent motor/alternator of the AMG 

and CLS450’s 48-volt hybrid versions, but it 

is different from its predecessor in as much 

as it will seat five people.  

It’s also supposed to be a par:cularly 

reliable indica:on of the look of future 

Mercedes sedans and coupes, with its 

‘island’ bonnet, wide-based front grille and 

smooth, firm surfacing language. 

The new CLS is a really nice looking car,  

although admi>edly it would probably be 

pre[er in a colour other than our test 

car’s ‘ruby black’ paint, which is basically 

purple, but fortunately they make them in 

other colours, so just use your imagina:on 

if needs be. 

I do really like the car’s cocooning and 

sophis:cated cabin.  The car doesn’t have 

the headroom of a typical execu:ve sedan 

in either front or back rows, but it has a 

decent amount of legroom and can 

accommodate a 6’3” driver without any 

sense of restric:on. 

In front of you is a fascia of good fit and 

finish that looks and feels really lavishly 

decorated; has adap:ve digital instruments 

and a first-rate (admi>edly op:onal) 

‘Comand Online’ infotainment system; and 

probably appeals just as much aMer dark as 

it does in the daylight, thanks to some 

seriously cool ambient ligh:ng features.  

The air vents, for example, glow red when 

you turn up the heat and blue when you 

turn up the AC.  But the rifling effect 

around their rims is their party piece for 

me.  Almost nobody’s doing decora:ve 

metal art as well as Mercedes is right now. 

We have encountered this diesel engine 

once before, under the bonnet of the face-

liMed S-Class and running in a less stressed 

state.  It’s no wonder, then, that the 

mechanical refinement in play here is a 

frac:on less refined. 

Mercedes’ straight six is near-silent at 

cruising revs, but if you are hoping for the 

smoothness of one of BMW’s inline six-

pots, you won’t find it.  This is a very 

willing engine, and it endows the CLS with 

real-world pace every bit as instant and 

potent as its power and torque figures 

suggest.  But it’s disappoin:ngly plain-

sounding, even allowing for the fake 

engine noise being channeled into the car 

via the speakers, which admi>edly gets 

borderline intrusive in the more aggressive 

driving modes. 

It can also feel too coarse at :mes to 

perfectly suit what ought to be; an 

CLaSsy number... 

the new Mercedes Benz CLS 400d 4Matic 
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uncompromisingly luxurious car, with combus:on vibra:ons flowing up 

through the steering column that’s par:cularly no:ceable with the crank 

spinning rela:vely slowly, and the odd strange audible moan and groan 

emana:ng from the engine bay, detectable at idle, presumably as the 

various intelligent ancillaries switch on and off. 

There are occasional vibra:ons, too, stemming from the corners of the car 

as you cross sharper highway ridges.  And here, we begin to explore just 

how difficult it must be for a manufacturer of luxury spor:ng execu:ve cars 

to cater for current customer tastes on things like wheel and tyre choice, 

but also maintain a consistent standards with the ride and handling of its 

cars.  This isn’t a new problem, though, I’ve been wri:ng about it for twenty 
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years, and you might have imagined the industry would have found 

a way to solve it, but inexplicably they have not. 

The CLS rides on steel springs, which can be upgraded to Air Body 

Control adap:ve air suspension at extra cost, and our test car had 

that op:on :cked.  If you buy a CLS in AMG Line trim in another 

global markets, like South Africa, chances are it will come with 19 

inch run-flat tyres; but, aMer tes:ng prototypes, the firm’s UK 

distributor elected to drop those tyres and fit a set of noise-

cancelling non-run-flat 19’s as standard, which would be 

significantly cheaper to replace and deliver be>er refinement. 

Good decision in my book.  It includes a tyre sealant kit in the car’s 

boot which, by the way, also includes an (unoccupied) spare wheel 

recess under the boot floor so that, in theory, you could put your 

own space-saver spare in if you wanted. 

Mercedes Benz UK however did absolutely nothing about the run-

flats that come wrapped around the car’s op:onal 20 inch alloy 

wheels, because it couldn’t.  The noise-cancelling tyres for the 19 

inch rims aren’t available in the right size.  Now guess which wheels 

and tyres Mercedes had fi>ed to the test car it delivered for our 

road test?  Yes, you guessed right, the big blingy 20’s it used for the 

press handout shots; and, in their defense, inadvertently too.  And 

that specific, and admi>edly dreadful combina:on of air spring, 

enlarged wheel and s:ffened, shallowed-out tyre sidewall is one I’d 

be very keen to avoid if it were my money being spent. 

The CLS manages nice road surfaces quite well, and with the 

relaxing long-wave compliance you expect of an air-sprung Benz 

when you use ‘comfort’ mode.  On those same smooth roads, it 

likewise has light, fairly well isolated steering of the sort that 

generally makes long distance touring effortless and a pleasure. 

However as the road turns rougher, bouncier and more twisty, you 

will need ‘sport’ mode to keep the cars body from floa:ng and 

bouncing too much, and to more easily place the car.  Ramping up 

the s:ffness of those air springs, however, turns a ride that seems a 

li>le bit hollow and resonant by luxury car standards even at its 

best into something decidedly noisy and occasionally quite harsh 

when it has sharper lumps and bumps to deal with at speed. 

The suspension feels under damped most of the :me, struggling to 

maintain good close wheel control and running almost unchecked 

in rebound to thump the front axle abruptly back down to earth on 

the far side of a speed hump, for example.  Gone, too, is the 

happiness the car’s body had to se>le into a level stride in ‘comfort’ 

mode, instead tending to fidget and oscillate a bit too easily. 

Is then the CLS any kind of driver’s car?  Not, I’d have to conclude, 

in this specifica:on.  It handles well up to a point, steering nicely 

and cornering in decently balanced fashion for an all-wheel drive, 

near-two-ton car.  However, on more difficult roads at least, it’s not 

really comfortable being hurried; and perhaps it oughtn’t be, given 

Mercedes markets the air suspension as an “added-comfort” 

op:on.  But, thanks to that combina:on of engine, spring, wheel 

and tyre, neither is it an outstandingly refined long-distance 

soother. 

And this just shows that choosing the right spec really does mean 

everything. 
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Branded hand-painted shoes R 190 

www.tekatekkies.co.za 

Sphero Ul:mate Lightning McQueen 

Radio Controlled Car R 4 999 

www.thegadgetshop.co.za 

Ring Automo:ve HD Dash 

Camera R 999 

www.thegadgetshop.co.za 

Astro AI Digital Tyre Inflator 

with Pressure Gauge R 799 

www.thegadgetshop.co.za 

Goal Zero G10 Plus Solar 

Recharging Kit R 2 229 

www.thegadgetshop.co.za 

Breitling Navi:mer 1 automa:c 38 

$ 4 310 

www.breitling.com 
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In the ever changing world where one product replaces another with alarming frequency we 

oMen forget just how good some of the older adver:sing was.  So in the interests of 

preserving the stuff that used to make us smile we will every month feature an old advert, or 

two which of course will be motoring themed. 

Enough said, now on with the fun stuff. 

DISCLAIMER:  As a point of se[ng the record straight before we have to actually do so, we must point out that the adverts featured are OLD and therefore the products depicted therein 

are NOT available for sale, and similarly the content whether expressly stated or implied may not be an accurate statement regarding the brand in current :mes.  And that those adverts 

shown are NOT provided by the companies concerned for the purpose of adver:sing.  All such are published with bona fides and with the reasonable assump:on that all adver:sing material 

is genuine.  We cannot be held liable for any misrepresenta:ons as we did not design or create the adverts ourselves… sort of obvious though, isn’t it... 
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Majorca, Spain:  GTI… three li>le le>ers which say so much. 

You could unearth a lost civiliza:on and u>er the three 

le>ers and there is a good chance that the lost jungle savages 

will know what you mean. 

However this :tle has always in the past referred to the top of the 

range VW Golf, and even with a previous genera:on or three of 

Polo’s wearing the badge nobody really has viewed them in the 

same light as the bigger and obviously be>er car. 

The GTi brand is forty years old… or rather the Golf GTi is 40, well 

technically 42.  The truth however is that VW have been trying to 

create a sub– brand for half that :me, but never quite got it right. 

There have been a few bad a>empts; the Mk3 Polo GTi for 

example, and a couple of okay ones, such as the Mk5 GTi, since the 

90’s but for some reason they never quite worked.  Un:l now. 

When the Polo 6 was launched in Hamburg last year I was there, 

and drove the two entry level cars; the 1.0 and 1.0TSi, which 

featured in our magazine, in October and November respec:vely.  

The GTi however did not then exist… but it was on its way. 

To sunny Spain I travel, and here it is… 

Enter into the fray the all-new 6th genera:on Polo in go-faster GTi 

format.  And its red. 

The car however will only be available for sale from about May 

2018, so you can consider this a total sneak preview.  There will be 

two versions; one with a 6-speed dual-clutch automa:c DSG 

gearbox and the other with a 6-speed manual gearbox (which will 

follow a bit later in the year).  Both have the iden:cal 2 litre 

turbocharged petrol engine found in the Golf GTi, albeit a slightly 

detuned version, which produces 147kW and 320Nm.  This allows 

the car to sprint from 0 to 100km/h in 6.7 seconds and its top 

speed is around 235km/h.  Not quite Golf GTi performance is it? 

The reason for this is that the Polo is heavy.  Gone are the days of 

lightweight, and massively dangerous hot hatches.  And this is 

actually a bit sad. 

The original Golf Mk1 GTi weighed about the same as a pair of 

slippers, so despite it not having, compara:vely speaking, that 

much power it performed rather well.  The new cars may be faster, 

but you have to firstly work them harder to get there, and secondly 

drive them harder to stay there.  Performance is, as we all know, a 

combina:on of things with speed being only one element. 

However, the new Polo is built on the equally new MQB… blah, blah 

plaSorm, with means in short and simple terms that it shares its 

bits and pieces, some of them quite significant pieces, with other 

The Son - the Polo VI 
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cars in the VW Group stable.  The upswing is in an entry level Polo 

you get a lot of stuff from bigger and more expensive cars, but in a 

top of the range Polo you don’t see this benefit quite so obviously, 

because for the price you sort expect them to be there.  Pricing 

however has not been released, to my knowledge, for South Africa, 

but in the UK where I live they are expected to retail for around £ 

20 000.  My best guess would be around the R 410 000 mark in S.A. 

Admi>edly that is quite a lot of money for a small hatchback.  So it 

be>er be worth every last cent. 

The MQB story does however benefit the Polo GTi in unseen ways, 

for example its specialized powertrain, suspension and steering 

components are shared with faster and be>er models.  Such 

include the Golf GTi and Audi TT.  It gets lowered, s:ffened 

suspension springs, uprated an:-roll bars and upgraded passive 

dampers as standard, but it can be had with switchable ‘sport 

select’ suspension as an op:on (which isn’t ‘DCC’ adap:ve 

damping as such but instead describes dampers with two lots of 

compression and rebound se[ngs that you can chop and change 

between electronically via the car’s driving modes). 

Compared with the standard Polo, on which it’s obviously based, 

the GTI also has completely different front suspension knuckles, a 

s:ffer torsion beam at the rear, rerated suspension bushings and 

en:rely different axle geometries and roll centres.  On the face of 

it – not just on the face of it, really – it is in essence a proper piece 

of performance engineering. 

As a point of some interest the car’s suspension tuning was signed 

off by the same guy, someone called Karsten Schebsdat, who was 

responsible for the handling of the very interes:ng Golf GTI 

Clubsport S. 

Herr Schebsdat’s career apparently started at Ford in the mid-

1990s, where he learned his trade from acknowledged masters 

such as Richard Parry-Jones and Lotus’s John Miles. 

He cut his engineering teeth on the original, epoch-making Focus, 

so when he joined VW in the early 2000s it was to help create 

Wolfsburg’s response to the Focus; the Golf Mk5. 

From there he moved around within the group a bit, and then 

rese>led with VW a few years later.  And there ends the boring but 

necessary history lesson. 

The cabin is spacious, expensive looking and well equipped - just 

like any other Polo 6, however the GTi manages to take that all up 

a notch or two. 

Tartan sports seats, harking back to great GTi’s of old are the order 

of the day.  The seats are however a bit small and thin.  I had no 

problems with them, but I am on the smallish side, someone 

however with a fa>er bum might find them quite a :ght fit.  They 

do however hold you firmly in place when the inner hooligan 

escapes and starts throwing the car around a bit. 

If you add them, before you is VW’s Ac:ve Info Display, which is 
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akin to Audi’s Virtual Cockpit.  However the Polo gets the second 

genera:on version, which means, technically, it has more 

advanced equipment than the Golf… or Passat… or Tiguan. 

The sea:ng posi:on is low and sporty, and the car feels purpose 

built. 

As for the rest of the equipment, there are no complaints.  The 

car comes standard with the 6.5 inch touchscreen infotainment 

system, which can be upgraded to the 8 inch for more money.  

And then there is the build quality.  It is superb.  Gone are the 

days of crapplily made VW’s with sun-cracked dashboards and 

interior trim squeaking more than 1000 manic mice.   Today they 

are built properly.  It is literally that simple. 

When driven sedately the car hums along like any other Polo, 

and with the (op:onal) switchable dampers, you can select 

‘normal’ and enjoy a smooth and quite ride with light and floaty 

steering in Comfort mode. 

Switch over into Sport mode, though, and things change a fair 

bit.  The car’s sports exhaust doesn’t exactly bellow or zing, but it 

rasps with a certain crackling menace that serves as the right sort 

of accompaniment to the car’s brisk turn of mid-range pace.  The 

steering’s got weight and feel now to match its carefully metered 

directness and precision, while there's a tautness and bite to 

the body control that wasn’t present before.  It in essence at the 

push of a bu>on becomes a proper GTi. 

The six-speed DSG gearbox has the all too familiar manual mode, 

in which it’s quick-shiMing, and for the most part it gives you a 

dependable sense of close control over the driving forces going 

into the front axle both under power and on a trailing thro>le.  

This is important in a fast front-driver, I’ve always thought.  One 

serious cri:cism though is that It won’t hold onto a gear at the 

very top of the rev range even in manual mode, though, shiMing 

up automa:cally well short of the marked 6500r/min redline.  

And, if you try and trick it in manual mode, the kickdown switch 

at the bo>om of the accelerator pedal’s travel isn’t frozen out 

from proceedings and like a nasty electronic nanny intervenes 

and changes up just when things start to get interes:ng.  

Admi>edly I was stunned to discover this because this is not the 

sort of mistake which VW should make. 

The car is quick , but not breathtaking.  Perhaps the detuning of 

the engine was also a mistake best avoided. 

That however would have meant that the Polo GTi would have 

been quicker than the Golf GTi, which in VW-land is a big no-no. 

It is hands down the best Polo GTi so far, and for how they have 

done it Volkswagen must be commended.  And there is hope that 

in the next version all the quibbles will be gone. 
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The hot hatch 

(shortened from 

hot hatchback) is a 

high \ performance 

deriva:ve of a car 

body style consis:ng of a three or five-

door hatchback car.  The performance 

upgrades of a hot hatch are some:mes 

available for the sta:on wagon variant of 

the car, oMen called sportwagons or 

shoo:ng brakes 

Vehicles of this class are based on family 

oriented cars, and are equipped with an 

uprated more powerful internal 

combus:on engine, improved suspension, 

and may also include addi:onal 

aerodynamic body parts and larger wheels 

and tyres.  Front-mounted petrol engines, 

together with front-wheel drive, is the 

most common powertrain layout, although 

some can be specified as diesel-powered, 

like the Golf GTD.  Rear and all-wheel drive 

hot hatches are also available. 

The term hot hatch gained widespread use 

during the 1980s in the UK, first as 'hot 

hatchback' by 1983 and then shortened to 

'hot hatch' in the motoring press in 1984, 

and first appeared in The Times in 1985, 

and is now commonly and widely accepted 

as a mainstream, if s:ll informal term.  It is 

retrospec:vely applied to cars from the 

late 1970s but was not a phrase used at 

the :me. 

Within the United States, hot hatches are 

classified along with sedans and small 

coupes as ‘sport compacts’ and elsewhere 

the term ‘sport sedan’ is oMen used. 

Some sports cars are hatchback in form, 

but as they are not upgraded small family 

cars, they are not classified as hot hatches.  

Cars such as the Porsche 928, Porsche 

Panamera and Ferrari FF have not been 

classified in print as hot hatches. 

The Mini was one of the first cars to 

present a front-engine/front-drive (FF) 

layout that became commonplace in the 

automo:ve industry but didn't gain a 

hatchback un:l the BMW version came out 

many decades later.  Compared to the 

rela:vely small size of the exterior 

dimensions, the FF mechanical layout 

created a packaging efficiency that gave 

the Mini quite a lot of usable interior space 

while providing an excellent plaSorm of 

performance driving.  The Mini Cooper S 

was a performance version of the Mini that 

was successfully campaigned in races 

throughout the 1960s winning the Monte 

Carlo Rally through 1964-1967 so 

pioneered small performance cars but was 

not a "Hot Hatch". 

It is oMen cited in the Press that the car 

that popularised the concept of the hot 

hatch is the 1976 Volkswagen Golf GTI, 

announced at the 1975 Frankfurt Motor 

Show, but the Golf GTI was not the first hot 

hatch of the 1970s with several cars 

star:ng the trend of spor:er versions of 

mainstream hatchbacks such as the 

Autobianchi A112 Abarth in 1971 which 

was a li>le "warmer" than the standard 

hatch and got "ho>er" in 1975 when the 

engine was uprated to 53kW with a five-

speed gearbox giving a top speed of 

160km/h together with the Simca 1100 

range introduced from 1967.  Other 

"Sport" trim FF cars were available in the 

mid '70s like the Fiat 127 Sport, Renault 5 

TS and Peugeot 104ZS but were mildly 

modified and non could top 100 mph so 

were "warm hatches" at best. 

The car with the strongest claim to be the 

first "Hot Hatch" based on a smaller lower 

range model with the front engine/front 

drive layout that was to become the norm 

and a top speed of over 160km/h, was the 

Simca 1100 Ti which was available on sale 

in 1974 with 60kW (up over 40% from 

43kW of the standard models) which 

drama:cally improved performance and 

sent the top speed over 160km/h for the 

first :me to 170km/h and a 0 - 100km/h 

:me of under 12 seconds.  Based on the 

1100 Special introduced in 1970, 

dis:nguishing features of this performance 

version were its six-headlamp and foglight 

arrangement, front disk brakes, front and 

rear spoilers, alloy wheels, ma>e black 

grille and single colour paint scheme (red), 

items which would be adopted by the 

many Hot Hatches that would follow.  

Based on the Simca 1100 range introduced 

in 1967, the front wheel drive hatchback 

was a top seller throughout Europe and 

said to have inspired VW to replace its rear

-engined range with a new front-engine 

product range including the Polo and Golf.  

Another early hot hatch was the Renault 5 

Alpine (called Gordini in the UK due to 

Chrysler owning the Alpine model name 

there) which first went on sale in May 1976 

and also pre-dated sales of the Volkswagen 

Golf GTi, by two months.  The 5 and Golf 

were the first to have top speeds of at 

least 176km/h and reach 100km/h from 0 

in less than 10 seconds. 

The Golf GTI was originally designated to 

be sold on its na:ve West German market, 

but from 1977 Volkswagen exported it, 

including to the UK market, although it was 

only available in leM-hand drive.  By 1979, 

Bri:sh demand for the Golf GTI was so high 

that Volkswagen finally decided to produce 

a right-hand drive version.  Such was its 

success in Britain that by 1983, more than 

25% of Golfs sold in Britain (some 7 000 

cars) were the GTI version, by now 

available as a cabriolet as well as a 

hatchback. 

The Renault 5 Alpine/Gordini and 

Volkswagen Golf GTI, with the addi:on of a 

higher performance engine, sharper 

handling, dis:nc:ve body styling with 

addi:onal spoilers and alloy wheels, 

helped create the birth of a huge market 

for small, prac:cal hatchback cars with 

excellent performance to match 

contemporary coupes like the Ford Capri 

2.0, Lancia Beta Coupe 2000 and Renault 

17TS.  With top speeds above 177 km/h at 

a :me when most cars of this size were not 

even capable of 160 km/h, the 5 Alpine/
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Gordini and Golf GTI enjoyed a short run of 

unparalleled sales success, but by the early 

1980s car manufacturers worldwide were 

racing to market with their own 

alterna:ves. 

Un:l the early 1980s, the Volkswagen Golf 

Mk1 GTI and the Renault 5 Alpine/Gordini 

dominated the retrospec:vely named hot 

hatch market segment in many European 

markets.  However, compe::on was not 

en:rely limited to non-hatchbacks, the 

various sports versions of the Mini, Alfa 

Romeo Alfasud and race-inspired 

enthusiasts' vehicles such as the rear 

wheel drive 101 kW Vauxhall Cheve>e HS, 

of which 400 were built for Rally 

homologa:on, providing spor:ng 

performance in a non-coupe body.  Other 

hatchbacks which conformed to the new 

hatchback format included the 1979 

Chrysler/Talbot Sunbeam Ti with 74 kW 

and followed a year later by the 2.2 litre 

Talbot Sunbeam Lotus offered a then 

astonishing 112 kW and a 0 -  100km/h 

:me of 6.6 seconds. 

From the coining of the term hot hatch in 

1984, the market for small and family 

hatchbacks with spor:er performance 

grew, and nearly all manufacturers 

included a hot hatch variant to their range.  

There was great varia:on in how the 

performance modifica:ons were 

developed, with manufacturers selec:ng 

improving the carbure>or such as the 1981 

Ford Fiesta XR2, fuel injec:on as with the 

Peugeot 205 GTI -crowned "The Greatest 

Ever Hot Hatch" at the Birmingham 

Performance Car Show - and 309 GTI, 

turbocharging by Renault in the 5 GT Turbo 

and 11 Turbo or inser:ng larger engines 

such as the 2.0 litre Fiat Ritmo/Fiat Strada 

Abarth 130 TC.  Volkswagen also 

experimented with supercharging in the 

Polo G40 and Golf G60. 

Other 1980s hot hatches included the 

Citroën AX Sport / GT, Daihatsu Charade 

GT:, Fiat Uno Turbo i.e (European) / SR 1.6 

(Brazil), Ford Escort XR3 and XR3i, 

Mitsubishi Colt 1600 Turbo, MG Metro, 

MG Maestro, Opel Corsa/Vauxhall Nova 

SR / GT / GSi / GTE, Opel Kade>/Vauxhall 

Astra GT / SRi / GSi / GTE, Volvo 480 Turbo.  

The fastest hot hatch of the 1980s was the 

Opel Kade>/Vauxhall Astra GTE, which had 

a top speed of 215km/h. 

The hot hatch was a par:cularly popular 

choice of car in Britain.  By 1983, more 

than a quarter of Volkswagen Golf sales 

were of the GTI, while sales of the Escort 

XR3i accounted for around 10% 

(approximately 17 000) of total Escort 

sales.  The XR3i was a fuel-injected, faster 

replacement for the carbure>or XR3, 

which was produced from 1980 to 1982. 

Aus:n Rover had retained the MG brand, 

having originally abandoned it with the end 

of sports car produc:on in 1980, for the 

"badge engineering" of its Aus:n-badged 

hatchback and sedans with higher 

performance.  However, this was 

discon:nued in the early 1990s under the 

Rover Group, with badge-engineering 

being discon:nued and the MG marque 

only being used on subsequent sports cars 

like the MG F. 

By the end of the 1980s, the hot hatch was 

hugely popular in Europe, and was pushing 

into other worldwide markets.  The brief 

heyday of Group B rallying pushed the hot 

hatch genre to its limits, and small 

numbers of ultra-high performance 

variants were manufactured to comply 

with the rally rules (oMen termed 

"homologa:on specials").  These vehicles 

represented a brief, extreme branch of the 

hot hatch, and included such notable 

vehicles as the Lancia Delta S4, MG Metro 

6R4 and Peugeot 205 T16. 

From the 1990s, the choice of hot hatches 

widened, with most examples s:ll from the 

European motor manufacturers, with the 

Japanese makers making an impact too, 

and were primarily des:ned for European 

markets.  New entries to the market and 

higher performance versions included the 

Ford Fiesta RS Turbo, Ford Escort RS2000 

and Escort RS Cosworth, Honda Civic Type 

R, Nissan Sunny GTi, GTi-R, Peugeot 106 

Rallye / GTi and 306 GTi-6 / Rallye, Proton 

Satria GTi, Renault Clio Williams / 16V, 

SEAT Ibiza GTi / GT 16v / Cupra, Toyota 

Corolla GTi. Ford also revived its historic 

RS2000 designa:on for the Escort in 1991; 

it had last been used 11 years earlier on 

the demise of the old rear-wheel drive 

MK2 Escort RS2000 sedan.  The XR3i was 

discon:nued in 1994.  The final fast version 

of the Escort was the GTI. 

Volkswagen built on the success of its GTI 

models by launching an even faster VR6 

version of the Golf in 1991, with a 2.8 V6 

engine and a top speed of 222km/h, which 

overtook the Astra GTE 16v as Europe's 

fastest hot hatch at the :me. 

In the 2000s, a new hot hatch "class" was 

born, engine outputs grew up to well 

beyond 147 kW, and by 2010 Ford and 

Subaru challenged each other with the 

Ford Focus RS 500 (257 kW) and Subaru 

Impreza Cosworth (257 kW).  Evo magazine 

called these extreme versions 

"superhatch" in the early 2000’s but the 

phrase did not catch on. 

Most hot hatches con:nued to s:ll be of 

European origin, with compe::ve models 

principally from Britain, France, Italy and 

Germany. Outside of Europe, Japan is a 

major exporter of hot hatches.  Several hot 

hatches are exported to Australia and 

North America where they compete with 

local sport compact models.  During the 

2000s manufacturers started to emphasise 

the sub-brand of their hot hatch 

deriva:ves such as Renault's Renault Sport, 

Opel's OPC, Vauxhall's VXR and Fiat's 

Abarth. 

Examples of post-2000 hot hatches include 

the Audi A1 Qua>ro, Alfa Romeo 147 GTA, 

Citroën DS3 Racing, Abarth Grande Punto, 

Ford Fiesta ST, Focus ST and Focus RS, MG 

ZR and ZS, Mazdaspeed 3, Mini Cooper and 

John Cooper Works, Opel/Vauxhall Astra 

SRi Turbo, OPC and VXR, Peugeot 207 GTi, 

Renault Clio RS 2.0 / V6, Mégane Renault 

Sport, SEAT Leon Cupra and FR,
]

Volkswagen Golf GTI and R models. 

Post 2000 also saw the introduc:on of the 

first ever Korean Hot Hatch, the 3-door 

Pro_Cee'd GT and 5-door Cee'd GT from 

KIA Motors.  KIA originally intended this car 

to be a Warm Hatch, however the 

motoring press and now KIA themselves 

refer to it as a Hot Hatch.  Hyundai Motors 

released their Korean Hot Hatch in 2012, 

with a turbo variant of their Hyundai 

Veloster, as well as a Elantra GT hatchback 

in 2001, both achieving 150kW. 
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Folkstone, England:  This is the BMW X2 which is the new, 

extra-sporty, more desirable, ever-so-trendy sibling to the X1 

‘sports ac:vity vehicle’ finally in right-hand drive guise. 

You will most likely no:ce the X2 the first :me you see 

one, because while it’s slightly more compact than the X1, whose 

wheelbase it shares, it also has slightly more drama:c styling to 

create a bit more visual impact.  Most versions of the car, unlike the 

M Sport spec example, as tested, have two-tone paintjobs, and 

there are op:onal alloy wheel sizes ranging all the way up to a fairly 

significant 20 inches. 

All X2s get an extra BMW roundel badge on the C-pillar, too.  BMW 

certainly wants to get your a>en:on with this car and is pitching it 

as a “bold, rebellious, alterna:ve choice” geared primarily for a 

younger buyer.  The irony of such a posi:oning for yet another 

upmarket SUV in the last year is, of course, about as plain as that 

extra blue-and-white badge on the car’s rear. 

The X2’s engine range is a slightly truncated one at launch, with 

only a 2 litre, four-cylinder turbocharged petrol and diesel motors 

available for the :me being, with power outputs ranging from 

110kW to 140kW.  

Your op:ons on driven wheels are defined by your preference on 

engine, as are those on gearboxes.  All 20i petrols are front-wheel-

drive and come with a seven-speed twin-clutch automa:c gearbox; 

whereas all 20d diesels have four-wheel drive and eight-speed 

automa:cs; and there’s an 18d model coming in manual or auto 

form as a front-wheel-drive or in manual only form as an xDrive 

version. 

The X2 has a lower roofline than the X1 and has firmer suspension 

se[ngs in order to make for its handling more agile than that of 

the X1 - a car which, by crossover standards, is already fairly agile.  

The M Sport trim of the X2 test car made the suspension shorter 

and firmer s:ll. 

Variable Damper Control (VDC) adap:ve dampers are an op:on 

too, while run-flat tyres come as standard on M Sport and M Sport 

X deriva:ves but can be avoided altogether in other versions. 

Even allowing for what some will say are rela:vely superficial 

styling tweaks, the X2 does look a lot like another BMW 

hatchback in a showroom range that already has a lot of them.  Not 

really like an SUV, a coupe or, honestly, a par:cularly daring five-

door - to me, in any event. 
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It’s here, but do we need the X2? 
we drive the new 20d M Sport to answer this question 
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That's not to say the X2 isn’t decent looking.  A be>er descrip:on would be 

‘likeable enough’, and it even draws the eye.  Perhaps it was the par:cular 

specifica:on of our test car, robbing it of the two-tone body treatment, that 

made the difference?  Whatever the reason, if I’d gone out to find 

something genuinely ‘alterna:ve’ and ‘rebellious’, I doubt this would be it. 

The biggest problem is that there’s the X1, which doesn’t look a lot different 

to this, and likewise the 2 Series Ac:ve Tourer and Gran Tourer, neither of 

which are a million miles away.  And a new 1 Series will arrive next year, too; 

who wants to bet it’ll be more much for the general hatchback muchness?  

We will just have to wait and see, but didn’t BMW used to make sedans?  

Really good ones, if memory serves?  The odd nice coupe, too.  There can be 

no doubt that the size and shape of Munich’s average showroom model is 

changing rapidly, and clearly, we have all got to make the effort to keep up, 

or definitely be leM behind. 

If the sight of the X2 makes you wonder exactly how different this car is in 

terms of dimensions from the X1, allow me to explain; the X2 is 20mm 

shorter and 69mm lower to the ground (this rising to as much as 79mm with 

the M Sport or VDC suspension). 

You could call it a crossover that’s been lowered back down to normal 

cruising al:tude, as long as that idea doesn’t make you wish for simpler 

:mes, like it does me.  Or you could just think of this as a big five-door 

hatchback with an extra dose of chunky SUV-esque visual presence; the yin 

to the yang of an absolutely conven:onal car.  Anyhow, does the complex 

classifica:on process really ma>er if you just happen to like one?  I don’t 

think so. 

The X2’s driving posi:on is pre>y much garden-variety standard hatchback; 

it's a li>le bit higher than some but typically adjustable.  It locates you in 

front of well-laid-out and adjustable controls, in a cabin that looks and feels 

a grade more upmarket than the crossover hatchback norm.  It’s not quite in 

the league of one or two of the compact premium SUVs that are available 

for similar cash in terms of comfort or material richness, but, with contrast 
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s:tching on the dashboard and high-gloss trim a plenty on the 

centre console, it’s really nicely appointed. 

Your view out is good, but it’s hardly a selling point, since you find 

yourself at a very similar height above the road as a lot of ordinary 

hatchbacks, looking through a glasshouse that isn’t par:cularly 

deep. 

In the back, there’s respectable space for the heads, knees, elbow 

and feet of adult passengers, but no more than in an Opel Astra.  

At least the X2's boot offers a useful improvement on that of a run

-of-the-mill hatchback, at 470 litres. 

There’s evidently a lot hanging, then, on the dynamism of the X2’s 

driving experience.  It's a good job that it’s present and correct.  

There are significantly more powerful engines to come as the 

model range is fleshed out, but even in middle-si[ng-diesel 

140kW 20d form, the X2 is reasonably quick and responsive. 

BMW’s 2 litre diesel revs with rela:ve freedom over the last 

1500r/min of its rev counter travel, as BMW diesels tend to do, 

and the eight-speed automa:c gearbox downstream of it channels 

the torque smartly and with smooth, accurate shiM :ming. 

The X2 has Sport, Comfort and Eco Pro driving modes, which 

manage the calibra:on of the engine, gearbox, stability control, 

power steering and, if fi>ed, adap:ve dampers.  There’s no 

Custom or Individual mode, without the likes of which many 

modern cars oMen frustrate by never quite being set up just-so.  

Thankfully, BMW does allow you to adopt the Sport mode’s more 

aggressive se[ngs for the engine and drivetrain without having 

those of the suspension and steering, and that means you can 

configure the X2 quite well for use on less than perfect roads. 

Regardless of which mode you select, the X2 has the body control, 

grip level and steering response to appeal to the keener driver.  It 

handles with an urgency that isn’t far off hot hatch level, and it 

has commendable cornering balance, too, occasionally feeling like 

it’s being pushed neutral by its rear axle as well as being pulled up 

front in :ghter corners. 

Whether or not you should buy an X2 depends on how much of a 

ra:onal purchase you are out to make and how deep your pockets 

are. 

Anyone who needs the prac:cality, capability, comfort or 

convenience supplied by BMW’s other X-branded cars, or 

indeed of many of the other crossovers and compact SUVs 

available for less than the X2’s price, isn’t likely to convince 

anyone that they have found what they are looking for. 

At the end of the reckoning process, the hard-headed among us 

would have to concede that this car is exactly what it looks like; 

just a hatchback.  The emperor’s new sports ac:vity coupe, you 

might say. 

But can BMW really be blamed for giving us a hatchback that 

we’re likely to want?  Of course not. 
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Hethel, East Anglia, England:  In real-world terms the Lotus 

Evora’s transforma:on from sports car to supercar is 

complete with this - the Lotus Evora GT430.  Since taking 

over at Lotus in 2014, company boss Jean-Marc Gales has 

been progressively improving the Evora, as well as the Elise 

and Exige, and perhaps no bigger step has yet been taken than 

with the new GT430. 

Now last month I reviewed the Lotus 3-Eleven 430 and declared it 

to the best track day car money could buy, and indeed even 

perhaps the best Lotus, and I am not about to change my mind.  

However this one has a roof, and a windscreen, and a heater, and 

a bunch of other things that might make daily use more enjoyable.  

So it is in fact a different animal, completely, and that jus:fies 

what I will be saying next. 

The name suggests the GT430 has 20 horsepower more than the 

Sport 410 on which it is based, and it does.  But it’s so much more 

than that; the GT half of the name actually gives more away.  For 

this is in effect a road-going version of the GT4 race car, which is 

conveniently driven by Lotus chief engineer Gav Kershaw, the man 

who’s led this car's development. 

So with that extra power comes three other key race car 

ingredients: less weight, a completely new aerodynamic 

package and adjustable suspension liMed straight from the race 

car.  In other words, perfec:on made be>er. 

The Evora GT430 comes in some 36kg less than the Sport 410.  

There’s such a vast amount of carbon fibre used on the body that 

more of the bodywork is made from it now than composites.  Even 

the washer fluid bo>le isn’t spared in the drive to reduce weight 

elsewhere. 

Aero wise, that huge rear wing is the most obvious part of an aero 

package that results in real downforce of 250kg being produced.  

The package is so focused and extreme that Lotus will even sell 

you a ‘Sport’ version of the GT430 with it calmed down and the 

wing removed, if it’s too much for you.  Which of course would be 

like drinking alcohol free beer - why would you?  Its stupid and 

pointless. 

As for the race suspension, it’s sourced from Ohlins and has spring 

rates that increased by a massive 47% at the front and 20% at the 

rear over the Sport 410.  It’s manually adjustable within two basic 

se[ngs - road and track.  We opted for the la>er, considering this 

test is at Lotus’ own test track. 

New lightweight alloys, a Torsen limited-slip differen:al, wider 

Michelin Pilot Sport Cup 2 tyres, beefed-up AP Racing brakes, the 

GT4 car’s trac:on control system and the six-speed manual 

gearbox’s improved applica:on from the Exige 380 complete the 

Evora GT430’s supercar makeover. 

Turn in to your first corner and you quickly see what the car is all 

about.  It hasn't just shed weight, but it shed weight in the right 

places - on the bumper sides of either axle.  At the front, this 

means it turns in with an extraordinary precision that shocks you 
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at first with just how immediate and 

involving it is.  And hugely addic:ve. 

This is a car all about involving you in the 

driving experience, as opposed to 

immersing you in it, and doing its best to 

fla>er you in the process and not 

in:midate or frighten you. 

The new suspension makes the Evora less 

in tune with ordinary road use than it’s 

ever been.  The increased spring rates 

mean you can also feel more of uneven 

roads, which makes this a less suitable 

everyday car than other Evoras.  It’s more 

911 GT3 than GT3 RS in this regard, 

though. 

The engine’s incredible hyperac:vity and 

responsiveness are delivered through the 

much improved gearshiM  and you really 

feel the extra power on both road and 

track without ever being overwhelmed by 

it.  For this remains an approachable car 

even in its power delivery -  one with a 

:tanium exhaust that sings the most 

amazing songs above 4 500 r/min. 

The mechanical grip created by the 

aerodynamic package is incredible; the 

speedometer requiring a double take on 

corner exit speeds around Lotus’s Hethel 

test track to see how fast you really are 

going.  No Lotus has ever lapped the circuit 

faster. 

Nor has one reached a higher top speed - 

high-speed tests on the German autobahn 

have gone all the way to  305km/h.  I saw 

225km/h on the test track and high-speed 

stability was excep:onal.  It also gives you 

another chance to go above 4 500 r/min. 

It will stop fast from those speeds, too, 

with the brakes resis:ng fade even under 

heavy track use and their effec:veness 

proving a very good illustra:on of just how 

light the car really is.  

Lotus planned to make only 30 examples of 

the GT430 which soon became 60 owing to  

demand, and then another 60 without the 

aero package.  Another 60 of each will be 

built for North America next year - which 

makes 240.  The point is that customers 

are willing to pay for it  and do not care 

one bit about a Porsche 911 having this 

genera:on of Evora beaten, or about 

everyday prac:cality, or no ma>er how 

much Lotus improves. 

And they are paying for an Evora that’s as 

good as it ever has been and in my view 

one of the finest driver’s cars around. 
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If you recently 

decided to buy your 

first car or replace 

your exis:ng one, 

you’ve probably 

asked yourself the ques:on, do I buy new 

or used?  I will explain why a used car is 

almost always a be>er buy than a new car, 

and point out some important factors to 

consider when buying a car. 

First, let’s not compare apples with 

oranges.  A 10 year old car is not the same 

as a one year old car.  A vehicle with 200 

000km on the clock simply won’t be in the 

same condi:on as one straight off the 

showroom floor.  But, now here is an 

interes:ng thought - a one year old car, 

that’s s:ll new, and could be more reliable 

than one straight out of the dealership. 

Any problems with a new car are usually 

experienced in the first few months, and, if 

you are buying a used car with 30 000km 

on the clock, these will probably already 

have been sorted out.  Consider, then, 

what you’re ge[ng for the premium paid 

for a brand new vehicle if reliability isn’t a 

factor: new car smell, a more shiny finish? 

A new car depreciates massively as soon as 

it leaves the showroom floor, and there’s a 

big difference in price between a brand 

new car and one that has only a few 

thousand kilometres on the clock.  For 

example, a new car worth R200 000 could 

cost you R160 000 - a deprecia:on of 20% - 

just a year later. 

That’s a reduc:on in value of R40 000 over 

twelve months, or R3 333 every month (on 

average).  Of course, a car will con:nue to 

depreciate aMer that, but in increasingly 

smaller increments: maybe 14 percent in 

the second year, 10 percent in the third 

year, and 8 percent in the fourth, and so 

on.  

The point is that when you buy a brand 

new car, you take the largest hit in 

deprecia:on. 

To encourage people to buy vehicles with 

lower emission ra:ngs, the South African 

government charges a carbon tax on the 

purchase of new vehicles.  This is 

calculated on a vehicle's CO2 output, so the 

bigger the engine, the more you pay - R75 

for every g/km of CO2 above the threshold 

of 120 g/km. 

For a small vehicle - like a VW Polo 1.2 TSI 

Comfortline with a CO2 emission of 117 g/

km – there would be no tax at all, but for a 

gas guzzling workhorse like a Toyota 

Landcruiser 76 SW 4.5D 4x4 (303 g/km) 

you’d have to pay R13 725.  These taxes 

apply only to new cars and not used cars.  

This subject was extensively covered by my 

colleague Jennifer on page 48 of our 

January 2018 magazine, and I invite you to 

read it. 

The only real reason you could have for 

buying a new car is that it would allow you 

to spec your car just the way you want it.  

Some would say that the warranty is also a 

good reason, but this is usually not true.  If 

you bought a year-old car with a five-year 

warranty, the vehicle would s:ll be 

covered for four years when you bought it, 

and by this point the vehicle will have 

already seen its greatest drop in value. 

It’s for these reason that we believe that 

cars between one and two years old are 

the best buys.  They’re typically s:ll under 

warranty, they represent good value for 

money, and, because they are later 

models, they’re more fuel efficient than 

older models. This doesn’t mean that you 

can’t get a good deal with an older vehicle.  

You can, but you have to be a li>le more 

careful in choosing your purchase. 
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London, England:  I was invited by a 

colleague recently to join her in the 

UK for a few days to par:cipate in 

the process of defining the Trinity of 

GTI, which I was honoured to do, and 

admi>edly also really excited to spend 

some :me with her, soaking up some of 

the goings-on in the West.  So, here it is 

then. The ho>er, go-faster version of 

Volkswagen’s cheap and cheerful Up!, 

driven for the first :me by me, in the UK. 

As we all know, VW has been drawing 

parallels between this new Up! GTI and the 

original Golf GTI Mk1 from 1976 since it 

was first confirmed back in 2016.  That’s 

because the new performance Up! roughly 

matches, in the most part, that most iconic 

of hot hatchbacks on performance, size 

and power. 

And although the two might be rela:vely 

similar so far as their on-paper creden:als 

are concerned - the Up!’s turbocharged 

one litre three-cylinder develops 85kW 

versus the Golf’s 82kW naturally aspirated 

four-cylinder - the Up! is a modern car, 

meaning it will obviously always 

overshadow the original in areas of 

technology, equipment, reliability and 

safety. 

They are very different cars from different 

eras, and we’ll have to wait 40 years to 

find out if the Up! GTI will enjoy the same 

hero status as its grandfather - or even if it 

will be as well regarded as the latest Golf 

GTI. 

In turning a regular Up!, which is 

admi>edly one of the best city cars on the 

planet into a GTI version, VW has done 

more than just drop a more powerful 

engine under the bonnet.  Its suspension - 

MacPherson struts at the front and a 

torsion beam at the rear - have been 

heavily revised, and the car sits 15mm 

lower than its non-GTI version. 

A six-speed manual is fi>ed, as opposed to 

the base Up!’s five-speed, which drives the 

front wheels, and new petrol par:culate 

filter is said to reduce par:culate emissions 

by up to 95 per cent.  Then there are the 

expected GTI aesthe:c tweaks from the 

and the Holy Baby - the Up! 
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original Up!, such as larger 17 inch sport alloys, front sports 

seats with ‘Jacara Red’ upholstery and plenty of GTI badging.  

It’s a compelling li>le package, par:cularly when you note 

the price. 

My first taste of the Up! GTI took place on the outskirts of 

London, and we drove it to Wales.  It is a beau:ful part of the 

country and there are some phenomenal roads there; with 

:ght hairpins, fast flowing bends, the occasional straight and 

constant changes in eleva:on - all on road surfaces that 

aren’t perfect.  Basically, it’s a proper hot hatch hun:ng 

ground. 

Unsurprisingly, the Up! GTI is fun in this environment.  It’s 

electromechanical steering doesn’t provide the last word in 

feel, but it's well weighted, responsive and pre>y confidence-

inspiring, meaning you can throw the Up! into just about any 

bend without fear of greatly upse[ng its natural balance. 

And there is plenty of front-end grip, although it will wash out 

to understeer through a turn if you are a bit of an idiot with 

your entry speed or the applica:on of thro>le mid-corner.  

But even when this does happen, you are never really going 

to be travelling so fast that this temporary loss of trac:on will 

be unmanageable.  Its really so good. 

The uprated suspension works brilliantly too.  Considering 

this is a rela:vely tall and narrow li>le car, body roll is 

minimal and the ride is generally absorbent when travelling 

at speed.  Those larger 17 inch sport alloys can make the ride 

a bit hard though. 

The car has plenty of torque, 200Nm of it in fact, and 

available from only 2 000 r/min giving the engine a muscular 

feel to it and will get the Up GTI from 0 - 100km/h in 8.8 

seconds.  That’s not enough to mean that a prod of the 

thro>le will have you travelling at silly speeds, but that’s all 

part of its charm. 

In my view for the money, there’s not much else out there 

that compares with the Up! GTI.  A Renault Twingo GT is 

likeable enough, but isn’t quite as engaging or exci:ng as the 

VW, and the Brabus ForFour is much more expensive.  And 

this places the Up! in a powerful posi:on within its segment, 

because without decent rivals there is usually only one clear 

winner. 

Because I have not driven it I’m not really in a posi:on to say 

quite how this new Up! GTI compares with the original Golf 

Mk. 1 GTI, but next to the current Mk. 7 model which I have 

driven, I know which one I would have. 

The Golf GTI of today is a supremely competent hot hatch, 

but it’s overtly serious character can leave you feeling a bit 

cold.  The Up! GTI, on the other hand, does not. 

It’s personality may be far less mature, but some:mes you 

don’t want serious maturity.  Some:mes you want to be a bit 

childish, so silly things and enjoy life. 
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Johannesburg:  One of my favourite car television shows 

was the BBC Top Gear, un:l Clarkson, May and Hammond 

leM, and it was killed by a team of boring people who clearly 

don’t have the same sense of humour or the ability to hold a 

flame to the original Top Gear team.  I digress. 

The point being that Jeremy Clarkson, who I love, pronounced that 

you can never be considered a true ‘petrol-head’ un:l you have 

owned an Alfa Romeo. 

Now having never owned one that statement did seem a bit like 

marke:ng blurb, however that was un:l I recently got behind the 

wheel of one. 

That’s right Thembi fans, I am now a vehicle reviewer and my first 

vehicle reviewed is a 2011 Alfa Romeo 159 1750 TBi Progression. 

Now I know beck in the day Naked Motoring not only a>ended the 

launch of the 159 (engine launch) in 2011 but also reviewed the 

very same car, as well as the 3.2 V6 if I am correct.  The engine 

launch I spoke of was in fact for those two engines, effec:vely the 

swansong of the 159 range. 

Its replacement, the Giulia, was delayed un:l 2016 having been 

sent back to the drawing board for a styling rethink, or so the 

rumour goes.  Which apparently birthed the re-engined models. 

The 159 when it was originally launched in 2006 was powered by 

some nasty gutless diesel engines and that is all I am going to say 

about that. 

I am focused on the 1750 TBi (and V6) versions, which are s:ll 

available as secondhand cars, hence my test model. 

The car was styled by Giorge>o Giugiaro, the same design wizard 

responsible for the obscenely beau:ful Brera. 

The car was therefore an instant hit, but unfortunately only one 

deriva:ve thereof reached our shores being the hateful 2.4 litre JTD 

diesel.  This was the wrong engine for this car, especially 

considering that there were about 8 engine op:ons in Europe. 

Over the passing years the 159 became increasingly unpopular 

owing to the crappy diesel engine, which was renowned for being 

highly problema:c. 

However in 2011 a rebirth took place and the dreadful JTD motor 

was finally laid to rest.  Two new engines were introduced and they 

were accentuated by further cosme:c and structural 

the Alfa Romeo 159 (2006 - 2011) 
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improvements. The results were staggering! 

The engines were the 1750cc TBi (turbo petrol) and the legendary 

3.2 litre V6 petrol. 

When new my test car cost R 340 000. 

From the outside the new 159 looks much like the old one, with the 

excep:on of a few subtle refinements but inside the car is very 

different.  Everything has a cleaner and fresher look, and there is a 

lot of new technology too.  The new 159 is made be>er and from 

lighter materials which means that it is quicker and handles be>er. 

The 1750 TBi engine produces 147kW and 320Nm.  Zero to 100 

kilometres per hour is achieved in 7.7 seconds and top speed is 235 

km/h. 

My only gripe about this engine is that it does not sound like the 

3.2 V6.  It is far too clinical sounding for my liking, which despite 

being very good does lack that raw Alfa soul. 

As an exercise in refinement Alfa Romeo have achieved brilliance 

with this car.  It is superbly built and beau:fully appointed.  The 

centre console and its dials are angled towards to the driver in 

keeping with Alfa Romeo’s racing heritage. 

Standard equipment in the 159 included lots of airbags, Bluetooth, 

Radio with CD and MP3 compa:bility, ABS brakes with EBD and 

dual zone climate control. 

As a car the 159 commands respect and has significant presence 

when it appears in your rear view mirror.  This is for two reasons, 

the first being the very, very beau:fully aggressive styling and the 

fact that it packs a lot of punch.   Now whilst 147 kW may not 

sound like a lot in the 250+ kW BMW and Audi market bear in mind 

it not how much power that a car has that makes it fast, it is firstly 

how it delivers that power to the wheels and what it weighs.  The 

Ariel Atom V8 produces about 300 kW but because it weighs next 

to nothing has more real-world power available than a 750 kW 

Buga[ Veyron. 

This is not rocket science, it is just straight forward maths and 

common sense. 

The Alfa 159 is therefore the Ariel Atom of the luxury sedans.  

Lightweight and fast. 

As for the drive experience, the 159 delivers such unseen in other 

cars.  It is not as precise as an Audi Qua>ro, nor is it rear wheel 

driven like a BMW, but what it does have is lots and lots of the fun 

factor in it. 

The 1750 TBi Progression was the standard entry level car, and it 

handles excep:onally well.  If however I was buying one for myself I 

would spend a li>le bit more and try and find one with the ‘Ti’ 

package, which is an aggressive sports pack, including firmer 

suspension and a bunch of other very nice to haves. 

However so saying this car lacks for nothing in the drive 

department.  When you throw it into a corner, it just grips, presents 

a li>le understeer and then powers through the bend.  The 

understeer is in fact part of the 159’s handling dynamic and once 
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mastered is in fact the most fun you can have in a car.  This car is perfectly 

balanced! 

Then, again, there is the styling… I cannot explain enough just how good 

looking this car is.  If ever there were to be a pornographic car magazine you 

can be assured that the centrefold from January to December would be 

occupied by Alfa Romeos.  The headlight cluster comes straight from the 

Brera as do the grille and door handles, which is a very, very good thing. 

The 159 competes directly with other ‘D Segment’ cars like the Audi A4 2.0T 

and the BMW 325i and it does so very well and it will be be>er priced. 

An Alfa Romeo is not about fancy toys and silly gadgets, it is a pure motor car, 

stripped of all unnecessary items.  You have all that you need and need all 

that you have.   All of this may sound like an excuse for less equipment, but 

we rather view it the same way a person views losing 10kg.  Your clothes 

might look funny on you but you will definitely feel good about yourself 

regardless.  This car is a Greyhound - clean, mean and purpose built. 

I like cars like this.   It represents everything good about motoring. 

Would I buy one? Most definitely, without hesita:on. I have driven a few 

older cars and I can say with absolute confidence and certainty that Alfa 

Romeo make proper “driver’s cars”.  They may not be the most powerful, or 

the fastest, or even the most spacious and prac:cal but the are extremely 

good and LOTS of fun to drive.  The 159 is however one Alfa that is spacious 

and prac:cal. It has a big boot and plenty of space for the family, but when 

you are on your own on a long and quiet road you can press your right foot 

down hard into the carpet and enjoy the best driving experience.. 

It is fantas:c to drive, it is beau:fully styled, it has all the worldly 

appointments that anyone could want and best of all for the price you are 

ge[ng a car with heritage, made with passion and superbly finished. 

The marke:ng slogan for the 159 is “some roads deserve an Alfa Romeo”, but 

I think rather that some people deserve an Alfa Romeo.  A very select and 

chosen few, who through their advanced sense of style and apprecia:on for 

the finer things in life can truly absorb and appreciate this car for what it is, 

which is exactly all of the above. 

The only ques:on is are you that person? 
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In the world of rare and prized classics lives, and some 

instances even reigns, the Jaguar E-Type.  And our submission 

this month is a 1973 5.3 litre V12 Jaguar E-Type conver:ble, 

in leM hand drive and pris:ne condi:on. 

Being such a rare find I was unfamiliar with the car, but fortunately 

its owner Siobhan, who wishes to point out is a woman, has had 

this gem me:culously restored back to original factory condi:on. 

Siobhan lives in KwaZulu-Natal and has a remarkable story to tell, 

however before that I think I need to put this amazing car’s history 

on record.  

The Jaguar E-Type, or the Jaguar XK-E as it was known in the North 

American market, is a Bri:sh sports car that was manufactured by 

Jaguar Cars Ltd between 1961 and 1975.  Its combina:on of beauty, 

high performance, and compe::ve pricing established the model 

as an icon of the motoring world.  The E-Type's 241 km/h top 

speed, sub-7-second 0 to 100km/h accelera:on, monocoque 

construc:on, disc brakes, rack-and-pinion steering, and 

independent front and rear suspension dis:nguished the car and 

spurred industry-wide changes.  The E-Type was based on Jaguar's 

D-Type racing car, which had won the 24 Hours of Le Mans three 

consecu:ve years beginning 1955, and employed what was, for the 

early 1960s, a novel racing design principle, with a front sub-frame 

carrying the engine, front suspension and front bodywork bolted 

directly to the body tub.  No ladder-fame chassis, as was common 

at the :me, was needed and as such the first cars weighed only 

1315kg. 

On its release in March 1961 Enzo Ferrari called it “the most 

beau:ful car ever made”.  In 2004, Sports Car Interna�onal 

magazine placed the E-Type at number one on their list of Top 

Sports Cars of the 1960s.  In March 2008, the Jaguar E-Type ranked 

first in The Daily Telegraph online list of the world's “100 most 

beau:ful cars of all :me”.  Outside automo:ve circles, the E-type 

received prominent placement in Diabolik comic series, Aus�n 

Powers films and the television series Mad Men. 

Siobhan’s car, a 1973 model, is a Series III E-Type, which were the 

last of them ever made.  It has a 5.3 litre V12 engine which 

produces 187kW.  The Series III is dis:nguishable from older Series I 

and Series II models by its large cross-sla>ed front grille, flared 

wheel arches, wider tyres, four exhaust :ps and a badge on the 

rear that proclaims it to be a V12.  It was also offered with an 

(op:onal) automa:c gearbox, which was fi>ed to Siobhan’s pride 

and joy. 

Sunday CruiserSunday CruiserSunday CruiserSunday Cruiser    
83 
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Siobhan now in her for:es, grew up in rural KZN and her father a mechanic 

restored old cars, but had a par:cular penchant for Jaguars.  He in fact had 

an older Series II which he was restoring for himself.  However they fell on 

hard financial :mes and he was unable to complete the project.  So aMer her 

father passed away a few years ago she decided to fulfil his dream, in his 

honour. 

She picked up the car on auc:on In 2013 for R 100 000, and spent a further 

amount “more or less equal to its purchase price” having it restored by a 

custom car workshop in Pietermaritzburg.  It was eventually finished three 

months ago. 

“Every part of the car is original and it is completely factory spec”, claims 

Siobhan who says that that was a very important requirement in its 

restora:on. 

The car has been road-worthied and is licenced. 

When asked what she plans to do with the car, Siobhan’ only plan so far is to 

visit the farm where she grew up in it and to then take it to her father’s grave 

as a tribute of sorts to his passion. 

“For me the E-Type holds huge sen:mental value”, and adds, “I have so 

many fond childhood memories spending :me with Dad in his workshop, 

passing him tools and what-not.  It was our quality :me and I actually 

learned a hell of a lot about cars, even though I didn't a>empt to restore the 

car myself, I did oversee the process with a cri:cal eye which even surprised 

the people who did the job”. 

This sort of car for us is more special than having some Ferrari, because 

whilst it may not be the fastest, nor the most reliable, it holds a special place 

in someone’s heart; and in the motoring world passion and the connec:on 

between man, or woman in this case, and machine is a special thing. 

We wish Siobhan endless happy miles or trips down memory lane in her very 

special Sunday Cruiser. 

IF YOU WOULD LIKE TO SEE YOUR SUNDAY CRUISER FEATURED PLEASE WRITE TO US AT INFO@NAKEDMOTORING.CO.ZA 
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Cape Town:  BMW South Africa 

launched the 6 Series Gran Turismo a 

couple months ago.  Unfortunately 

BMW South Africa, for reasons they 

only know, won't supply us with a 

test car, so we had to get a :ny bit crea:ve 

and simply popped down to a local 

dealership and borrowed one for a while.  

Not very difficult actually. 

This is the most popular variant of BMW’s 

ungainly 6 Series Gran Turimso.  As such, 

it's an intriguing proposi:on, even if it 

is unlikely to rack up vast sales figures here 

in SA, back-seat loving China being the 

main target market for a class of car that 

also includes the Mercedes Benz CLS and 

Audi A7 Sportback. 

We’ve covered the 6 Series GT before but 

this is our first experience of the 640i on 

home soil.  Also because the chances of a 

M-division Gran Turismo are slim to non-

existent, it's this model that tops the line-

up, with a 250kW twin-turbo straight-six 

petrol engine res:ng under the bonnet. 

While the 640i also comes exclusively with 

BMW's full-:me four-wheel-drive system, 

dubbed xDrive you have a few op:ons with 

the suspension setup.  As standard, the 

Grant Turismo is fi>ed with self-levelling 

air suspension at the rear axle.  Adap:ve 

suspension is an op:onal extra and adds 

air suspension to the front axle; which 

means for your money the dampers will 

also now be adap:ve, meaning the ride 

height can be dropped 10mm in Sport 

mode.  Our test car regre>ably was not 

fi>ed with this, what could have been 

quite nice, extra. 

For more money you can apparently get 

the Execu�ve Package which includes all of 

the above and adds ac:ve roll bars and 

four-wheel steering, with the respec:ve 

aims of improving body control and 

increasing agility.  Of course I can’t tell you 

what that is like either. 

BMW has massaged the dimensions of the 

car this one replaces - the shorter, taller, 

uglier 5 Series GT - into something quite a 

bit more palatable, but to our eyes it 

The Ultimate Driving Machine? 

Not even in hell… the BMW 640i GT 
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remains some way short of even the superb 5 Series Touring (not 

available in SA) in terms of outright appeal. 

It scores substan:ally be>er in terms of ra:onal appeal, though.  

At 610 litres the boot space with the seats up is be>er than that 

of a 5 Series Touring, and the Gran Turismo is also longer where 

it ma>ers than its predecessor, matching the wheelbase of the 7 

Series.  Consider also that the seats are posi:oned 60mm higher 

than in a 5 Series what you have is a high-rise machine that's 

excep:onally spacious and, thanks to its very nice engine, has 

very long legs too. 

This engine is a known quan:ty, of course, and is so effortlessly 

effec:ve that it was always going to slip with supreme ease into 

a luxurious cruiser like this one.  A peak torque output of 450Nm 

arrives barely above idle, at 1 380 r/min, and remains on tap 

un:l the needle has risen beyond 5 000 r/min. 

Whether short-shiM using the paddles, wringing it out in Sport 

mode, or crawling in heavy traffic everything is managed by an 

eight-speed torque converter whose shiMs are as smooth as one 

could reasonably expect, and there is never really a point where 

the big six isn't very well mannered.  

It's an engine matched by the chassis in some aspects but 

somewhat beaten by it in others.  This car weighs approximately 

115kg less than the old 5 Series GT.  That has brought with it an 

incisiveness to the way direc:on changes are despatched, and 

while the 6 Series GT never really looks like shrugging off its 

physical propor:ons, good body control, excep:onal trac:on 

and all that torque make it remarkably easy to place on the road 

and to scythe through corners. 

It's an inert process characerised by security, however, and one 

that reflects BMW's posi:oning of the car as a junior 7 Series.  

The air springs in par:cular don't convey much in the way of feel, 

muddying the natural body movements you rely on when driving 

a big BMW. 

In terms of performance, the car manages a 0 - 100km/h :me of 

5.3 seconds.  It's a quick :me, though this par:cular metric is 

inappropriate for what is essen:ally a corporate execu:ve in 

casual clothes.  Piling on speed through the mid-range, and 

without anybody really no:cing, is where this powertrain excels.  

If there's a sizeable caveat then it's fuel economy. Our original 

road test subject - a 630d equipped with xDrive - returned an 

average economy close to 5.1 l/100km, whereas this 640i could 

muster only 8.1 l/100km. 

BMW have a giM, a penchant even, for crea:ng niche models and 

none is more so than this, which of course means that it doesn’t 

exactly have any rivals.  By way of example, a similarly engined 5 

Series can't meet the standard set here in any aspect, and if you 

are carrying more than one passenger and so can't fold down the 

seats, that sen:ment applies even to the Touring model. 

 Consider also its understated ability of outright pace and the 
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640i Gran Turismo makes quite a compelling package. 

Insofar as fuel efficiency is concerned, for the test period 

the big car returned an average of 8.1 litres per 100km, 

which is very reasonable if you consider everything. 

Its capacity for :cking boxes is s:ll undermined by the 

inelegance of its design, however, and so for all but a 

few the car would be a purchase of the head rather than 

the heart, which casts this very capable but unnecessarily 

expensive 640i M Sport xDrive slightly adriM.  There is, of 

course, also the small ma>er of the new Audi A7, which 

places a somewhat greater emphasis on design than  this 

BMW. 

I have driven the new A7, in both petrol and diesel, and 

can say that if I was the one forking out a bar or so for a 

new car, then this par:cular BMW would not feature on 

my list of contenders. 

Sadly we are not able to truly explore the car’s true 

equipment poten:al, as unlike spec-rich factory press fleet 

cars, this one was more or less standard, but that also 

makes for a good comparison. 

Mercedes Benz CLS 450, Audi A7 55 Sportback or the 

BMW640i GT… not exactly a tough choice.  The 640i is 

good, but the others are be>er, and my money would be 

for the Audi. 
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South Africa is a unique and diverse 

country; a mel:ng pot of cultures and 

personali:es.  The fact that we have 11 

official languages already tells you that 

we are this way and that in all likelihood 

will never really all get along in the 

‘Ubuntu’ model which the government 

would like to think we can. 

We are also a na:on of drivers.  We have a lot of cars on our roads 

- this is an undisputed fact.  We are also a na:on of people who 

have to put up with a lot of violence.  There are robberies and 

murders every day, and I am yet to find someone who can say that 

they have never been a vic:m of crime in one way or another.  So 

we arm ourselves and build our walls higher, which is 

understandable and good.  I don’t want some bastard home robber 

to come prey on my family and I at night, like the cowards they are. 

However when we drive out of our gates in the morning we oMen 

take this pent-up frustra:on with us.  And this is a serious problem. 

Road rage is referred to as “incidents of angry and aggressive 

driving”.  It is defined as an assault with a motor vehicle or other 

dangerous weapon by the operator or passenger/s of one motor 

vehicle on the operator or passenger/s of another motor vehicle or 

is caused by an incident that occurred on a roadway and is 

considered a criminal offence.  That of, at the very least, assault 

and / or malicious injury to property. 

Some researchers and experts state that the term road rage has 

become common vernacular to describe any displays of anger 

while driving, although such displays are also referred to as “angry 

or aggressive driving”. 

Angry or aggressive driving may range from mild displays of anger, 

such as following too closely on another driver's bumper, or 

hoo:ng for no reason to more serious forms of violence, such as 

physical assault and vehicular homicide. 

At this point, it seems as if any expression of anger e.g. waving of 

arms, staring and the like are being seen as road rage. 

I don’t agree. 

A closer analysis of the term “road rage” renders the following: 

• Rage means to be in an extreme energized state of anger 

which has accumulated and / or has been suppressed for 

some :me, is triggered and now finds expression in rage like 

behaviour. 

• Rage leads to elevated self-esteem, adrenalin rushes, 

reduc:on of ra:onal thought and increase in physical ability. 

• A rage episode will only subside once the emo:on has been 

spent. 

Examples of typical uncontrolled rage like behaviour would be:  

• Prolonged and excessive screaming and swearing; 

• Intense verbal a>ack and abuse; 

• Serious threatening, and; 

• Physical assault 

If this behaviour is exhibited on the road we can say that it is “road 

rage”. 

Road rage per se is not seen as and or has not been classified as a 

separate psychiatric illness.  In fact, most psychiatrists call it IED - 

Intermi/ent Explosive Disorder - which is characterized by extreme 

expressions of anger up to the point of uncontrollable rage which is 

dispropor:onate to the situa:on.  5 to 7 % of the popula:on 

suffers from this disorder and because it is associated with lower 

serotonin turnover rates in the brain, a combina:on of 

psychotherapy and medica:on is indicated for treatment. 

Genuine road rage personali:es also experience rage in other 

situa:ons in their lives and this is congruent with the IED diagnosis. 

I, therefore, believe that when ordinary road users who do not 

suffer from IED express anger on the road, it should be seen as 

normal behaviour i.e. angry or aggressive driving, and not road 

rage per se.  Real road rage which leads to the rage like behaviours 

as described above is at the extreme end of angry and aggressive 

driving: 

The next ques:on then is how to avoid all of this.  Well, 

unsurprisingly the answer is actually really simple and to be 

brutally honest the epitome of common sense. 

As motorists we all have a responsibility and numerous 

opportuni:es to cool the emo:onal temperature on the roads.  

Every small act of road courtesy, of giving way, a smile or gracious 

'thank you' wave, making posi:ve eye contact before you join a 

line, contributes to harmony.  Defensive driving is more than just a 

mental a[tude and there are specific techniques that might assist 

the motorist in avoiding road rage and also steps to be taken when 

falling vic:m to such an a>ack. 

So, I tune you straight, calm down, breathe, smile and make our 

roads a much nicer place to be. 

I tune you straight 
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What is it about the humble car that we 

love so much?  For many people it’s the 

freedom a car can provide us.  AMer all, think back to when you 

first got your license and went out on your own for the very 

first :me.  

For others, it can be a status symbol that shows how far you 

have come or how much money you have.  You only need to 

look through a few of those celebrity magazines at the 

supermarket :ll-points to find a collec:on of pictures about 

music and ac:ng stars and what kinds of cars they have been 

spo>ed in.  For the real die-hards, there is even the sounds and 

smells produced by such things as working on your car or 

heading out to a race.  These are just a few of the main reasons 

why we love the car so much. 

Of all our reasons to be a>racted to the car, looks are probably 

number one.  Most of us can probably think a :me that we 

found our eyes locked on to a rather appealing car, whether 

parked in a lot or driving by on the street.  Maybe we just sat 

and stared for a few seconds or perhaps we even pulled out our 

phone to snap a picture.  A lot of the :me, how a car looks is 

what draws us to them in the first place.  The shape of the 

body, the type of trim, the design of the windows, the type of 

headlights and even the colour - these are all factors which can 

make a car a>rac:ve for us to look at.  

Simply put, in this world, some cars are be>er looking than 

others. 

In terms of looks and appeal, the supermodel (or celebrity) of 

the car world is surely the sports car.  These types of vehicles 

have had considerable :me put in to develop beau:ful curves 

and lines which are meant to be as visually appealing as they 

are aerodynamic.   

I thought then I would present my top five 

sexiest cars of all :me, which might not be 

your top five, or even in your order of 

preference, but as they say, beauty is in the 

eye of the beholder. 

Star:ng, at number 5 with the Ferrari 458 

Italia.  This is also the last Ferrari designed by 

Pinninfarina and is staggeringly beau:ful.  

Launched in around 2009 the 458 took the 

world by storm and featured new technology 

which placed it well ahead of its rivals.  

However for a “love at first sight” car it defines the word ‘sexy’, 

with its flowing lines and aggressive accents. 

Number four is the 2004 Aston Mar:n DB9.  When the DB9 was 

unveiled children across the world had to clear their bedroom 

walls for its photographs.  It was also the first car to present 

Aston Mar:n’s ‘new’ design language, same which followed 

through to the Vantage, Virage, Vanquish and DB11.  It is s:ll 

regarded as one of the most elegant cars ever made and just 

oozes sex appeal and is breathtaking to behold in metal. 

Three is the Mercedes Benz 300SL from 1955.  This is of course 

a car which requires very li>le introduc:on.  It was dubbed the 

‘Gullwing’ owing to its unique door mechanism.  An instant 

classic and s:ll one of the most desirable cars in the world.  The 

300SL is in my view worthy of a very solid place in my top 5. 

And at second place is the gorgeously sexy Jaguar E-Type (1961 

- 1975).  Ironically this car features in the Sunday Cruiser 

feature, so by now you know what it looks like and therefore I 

don’t need to do any convincing of its beauty.  Long and 

sweeping would be the best descrip:on of this gorgeous car, 

and as curvy as a lingerie model, the E-Type is right up there as 

far as I am concerned. 

The winner then, in my opinion, at first place being the sexiest 

car of all :me is the Masera: Gran Turismo MC Stradale from 

2011. 

Now I not even remotely sugges:ng that the standard Gran 

Turismo was ugly, but the MC Stradale brought a new flavour of 

sexiness to the equa:on with the addi:on of a new front and 

rear end (pictured below).  We all know that Italians can design 

things to be beau:ful, but to design something that remains 

beau:ful even aMer it grows a bit old is something completely 

different, and this car is exactly that.  Timelessly gorgeous. 

Motoring made SexyMotoring made SexyMotoring made SexyMotoring made Sexy    
by Thembi Khumaloby Thembi Khumaloby Thembi Khumaloby Thembi Khumalo    
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Oxforshire, England:  Behold the new Aston Mar:n 

Vantage, and this is not a report of the launch (which we 

missed) this is a proper full road test of the car. 

People ask, “is it be>er than the Porsche 911?” and 

admi>edly that is also the ques:on Aston Mar:n boss Andy 

Palmer asks his engineers, and it’s not an unreasonable one for 

you to ask, too.  And the answer? 

Well, as they undoubtedly told him and I’ll tell you over the 

next 1 400 words or so that it’s not that simple a ques:on to 

answer.  In some ways, yes, it is be>er; in many ways, no, it 

isn’t; but, for the most part, it’s just different.  And that’s fine 

as well because not everything has to have a straight-forward 

and simple answer.  Some:mes we need to take decisions for 

ourselves. 

In terms of their business plans, we are two models into the 

‘second century plan’ that will apparently see a new 

Aston Mar:n launched every year un:l 2022, when the cycle 

begins again.  It will reportedly be a range of sports cars under 

constant reinven:on, with profits from the first providing the 

investment to develop the next.  Like a normal car company.  

“It’s not rocket science,” says Palmer.  However I am skep:cal, 

as Aston Mar:n does a bit of a bad history for trying this very 

thing, but who knows, maybe they’ll get it right this :me?  I 

hope so for their sake, and ours too. 

First there was the DB11, the big, comfy grand tourer, at one 

end of the sports car scale.  And now there’s the Vantage, 

which sits at the other end, but using a fair amount of DB11 

parts. 

It’s a strict two-seater, with a Mercedes-AMG 4 litre twin-

turbocharged V8 engine sourced from Aston’s part-owner in 

the front and power going from there to the back via an eight-

speed transaxle torque-converter gearbox and an 

electronically controlled limited-slip differen:al. 

To see beneath the new Vantage’s skin is to see the advances 

Aston has made since the old ‘VH’ architecture died and the 

new, all aluminium structure arrived.  Only 33% of the 

structure is shared with a DB11;  at 4 465mm, the DB11 is 

274mm longer than the Vantage but, at 1 942mm across the 

body (2 153mm to the mirror ends), only a negligible 2mm 

narrower than the new car.  A Porsche 911 by comparison is a 

thumb’s width longer than the Vantage but, at 1 808mm, quite 

a lot narrower.  Which could well be important. 

There are more pressings and cas:ngs than extrusions in an 

Aston’s make-up these days.  They are admi>edly more 

expensive but more space efficient for a given strength, so the 

Vantage seats two big people very comfortably and the boot, 

underneath a hatch tailgate, is big enough for two golf bags - 

which in itself is frighSully telling of the intended customer’s 

iden:ty.  Now whilst I am no golfer, to me the purpose of 

owning such a car should not be to have a fancy container in 
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which to transport your clubs to and from 

Parkview Golf Club.  However, I could be 

wrong.  But I doubt it. 

 The skin is a mix of aluminium and plas:c 

composites, and dry weight is quoted at 

1530kg including the lightest op:ons.  A 

911 GTS is less than that, even full of fluids 

and with a statutory 100kg added to it to 

represent the average golfer, his clubs and 

fuel.  Like for like, the Vantage could be 

10% heavier than a 911.  That could be 

important, too. 

For the first :me in a genera:on, the 

Vantage is wilfully different from other 

Astons on the outside.  I quite like the new 

look, and the front, which is very different 

is something which I am ge[ng used to.  

The rear is sexy as hell, and the interior is 

really nice, modern and wonderfully 

designed and laid out.  You can also 

apparently order it with a round steering 

wheel, too. 

It all works however best with the racier 

alcantara trim in my view.  The leather 

looks a bit stretched around some seams 

and s:tches but, well, I suppose it’s a 

sports car.  Shouldn’t things be pulled 

:ght?  A bit more racy?  Sexy even? 

Mechanically, it sounds like it is a sports 

car.  In the V8 DB11, which shares this 

engine and its 375kW tune, the 

engine note - so raucous and loud in its 

AMG applica:ons - has been leashed and 

turned right down.  Here, they have 

unleashed it again.   

A few years ago, you could have chosen 

any of several different Astons for the 

same job.  This one, you’re in no doubt, is 

the loud one.  That extends to the drive 

modes, which, of course, this car has. 

Ul:mately, these policies mean more to 

Aston than us.  But whereas the DB11 has 

GT, Sport and Sport+ chassis se[ngs, the 

Vantage’s dampers are shiMed along an 

imaginary sliding scale to Sport, Sport+ and 

Track, all intended to be :ghter and firmer 

to the point that Track is arguably too s:ff 

for bumpier racetracks.  It’s good on those, 

though, Aston says.  In fact, Aston says, it 

slides “quite easily”.  And I agree because 

that’s exactly what I told it to do, and it 

obeyed.  Every single :me. 

Aston is very good though at 

understatement. 
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Bear this in mind.  Yes, the Vantage is heavier than a 911, but the 

1630kg or so it will weigh is compe::ve among the other company 

the Aston will keep.  Its mechanical layout, where the en:re block 

sits behind the front axle line, means the weight distribu:on is 

50/50 front to rear.  Only one tyre op:on, a bespoke Pirelli P Zero, 

is offered.  It has all been engineered by people who believe that 

cars should handle properly beyond the limit.  And 'off' actually 

means 'off' on the three-stage stability control system.  This is what 

you want in a proper sports car. 

On a circuit, the Vantage is amazing.  The engine note is as raucous 

and hard as you would want it to be, the op:onal carbon-ceramic 

brakes stop it brilliantly and hold out in warm temperatures, and 

the tyres resist wear be>er than 690Nm from 2 000 r/min has any 

right to allow.  Body control is excellent, even in the most relaxed of 

the available suspension modes, and there’s a greater sense of 

agility because it feels like the car pivots around its centre - where 

you are seated. 

The front goes where you point it and there’s a phenomenal level of 

control and precision over the rear.  The rear sub-frame is firmly 

mounted to the chassis and that gives excellent lateral s:ffness, so 

the car’s back axle does what the engine and e-differen:al, which 

can be either fully locked or fully open, want it to do. 

Under power, on a track, it wants to lock up to precisely your 

amount of bidding, making the cornering line en:rely your choice.  

It’s not unlike a Ferrari 488 GTB in that fashion; only that, because 

the engine is mounted low and at the front, the beyond-limit 

balance is even be>er, to the extent that I’m not sure there’s 

another current produc:on car this composed on a racetrack. 

You can drive it in a racier fashion too, where it’s s:ll balanced and 

beau:fully neutral but less incisive than a 911.  So they do different 

things be>er.  The 911: nuanced steering precision.  The Vantage: 

an:cs. 

On the road, which ul:mately is where most will be found, the ride 

is composed and fluid, especially in Sport mode, but Sport+ doesn’t 

usually throw it out of kilter.  The engine and transmission go 

through various stages of angry as you turn those up, but the 

moderate one is good for the road while the big paddles, which are 

fixed to the steering column so they are always where you leM 

them, are easily some of the nicest I have ever used. 

Others priced at the high tag which the Vantage demands offer 

different things or are be>er in one or two areas, but I’m pre>y 

confident that none is overall as complete and enjoyable as the 

Vantage. 

So is it be>er than a Porsche 911 GTS?  Perhaps not.  But it’s 

different enough, and good enough in enough ways, to be a 

genuine, desirable alterna:ve.  Consider it different rather than 

worse.  And it does quite a lot of things be>er.   

When you the also consider the respec:ve company sizes, budgets 

and facili:es of Aston Mar:n and Porsche, that in itself is a 

spectacular achievement.  In short, I love it. 
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The Volkswagen Golf is a small family car produced by 

the German manufacturer Volkswagen since 1974, 

marketed worldwide across seven genera:ons, in various 

body configura:ons and under various nameplates - such 

as the Volkswagen Rabbit in the United States and 

Canada (Mk1 and Mk5), and as the Volkswagen Caribe in 

Mexico (Mk1). 

The original Golf Mk1 was a front-wheel drive, front-engined 

replacement for the air-cooled, rear-engined, rear-wheel drive 

Volkswagen Beetle.  Historically, the Golf is Volkswagen's best-

selling model with more than 29 million built by 2012. 

Ini:ally, most Golf produc:on was in the 3-door hatchback 

style.  Other variants include a 5-door hatchback, sta:on 

wagon (Variant, from 1993), conver:ble (Cabriolet and Cabrio, 

1979 - 2002, Cabriolet, 2011 - present), and a Golf-derived 

notchback sedan, variously called Volkswagen Je>a, 

Volkswagen Vento (from 1992) or Volkswagen Bora (from 

1999).  The cars have filled many market segments, from basic 

a personal car, to high-performance hot hatches. 

The Volkswagen Golf has won many awards throughout its 

history.  The Golf won the World Car of the Year in 2009, with 

the Volkswagen Golf Mk6 and in 2013 with the Volkswagen 

Golf Mk7.  The Golf is one of only three cars, the others being 

the Renault Clio and Opel/Vauxhall Astra, to have been voted 

European Car of the Year twice, in 1992 and 2013.  The 

Volkswagen Golf has made the Car and Driver annual 10 Best 

list mul:ple :mes.  The Golf Mk 7 won the Motor Trend Car of 

the Year award in 2015, and the Mk1 GTI also won the award in 

1985. 

In 1978 - forty years ago - VW brought their ho>est car ever 

made to South Africa, and it was the Golf Mk1 GTI. 

Now pictured in this and the next page are all the Golf models, 

from the Mk1 to the current Mk7, but I must stress that they 

are not GTI models, but have been put there to illustrate using 

pictures the cars life and evolu:on.  Their number plates reflect 
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their genera:on, star:ng at WOB GO 501… and obviously 

ending at WOB GO 507. 

The GTI was always a more sporty version, and enjoyed the 

benefits of different body accents to give it that iconic hot 

hatch look.  So lets take a trip down memory lane. 

THE GOLF GTI MK I (1976) 

The recipe was at once simple and ingenious: a lightweight 

compact car, a powerful engine and a sporty chassis.  

When it was first launched on the market in 1976, nobody 

could have predicted that the Golf with the three magical 

le>ers GTI (Gran Turismo Injec:on) would go on to become 

a true cult sports car.  A speedy 1.6 litre fuel-injec:on 

engine (from 1982: 1.8 litre) propelled the car from 0 to 

100 km/h in just 9.2 seconds.  Just as striking as the driving 

performance was the interior design: red tartan fabric for 

the centre sec:on of the black sports seats, black roof liner 

and golf ball gear knob.  The GTI special edi:on, known to 

fans as the ‘Pirelli GTI’, became a sought-aMer cult model.  

It is 40 years since the birth of the GTI and the legend 

con:nues.  Many congratula:ons, GTI! Total number of 

Golf Mk I GTI models produced: 462 000. 

THE GOLF GTI MK II (1984) 

There was a great deal of choice under the bonnet of the 

popular successor: the Golf Mk II GTI was available with 

five different engines capable of delivering between 80 and 
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120kW.  The new 16V engine appeared in 1986, driving the GTI to a 

top speed of 208 km/h with 103kW.  GTI fans were delighted with 

the hitherto unprecedented driving performance.  Sports seats, a 

black roof liner and the four-spoke steering wheel with the four 

round horn bu>ons familiar from the previous model con:nued to 

dominate the much more spacious interior.  The GTI G60 with scroll

-type supercharger, which appeared in 1990, was the sporty 

spearhead of the range: the supercharged 1.8 litre engine delivered 

120kW and delighted its drivers with plenty of torque.  Total 

number of Golf Mk II GTI models produced: 628 000. 

THE GOLF GTI MK III (1991) 

‘In 16V we trust’ said many GTI fans when Volkswagen launched the 

111kW two-litre engine with four valves per cylinder.  The elements 

in the cockpit that delighted people on the predecessor were also 

very well received on the third genera:on of the GTI.  Not only was 

the performance significantly improved, but also the compact 

sports car’s chassis.  The overall look, meanwhile, was rather 

restrained. In addi:on, the GTI was available as a diesel for the first 

:me – with a nippy and economical TDI engine and plenty of 

torque.   Total number of Golf Mk III GTI models produced: 327 

000. 

THE GOLF GTI MK IV (1998) 

The fourth genera:on of the Golf GTI en:ced many people with its 

different engine op:ons from 1998 onwards.  The line-up ranged 

from the economical TDI to the powerful and roaring 2.3 litre five-

cylinder engine with 127kW.  The turbocharged petrol engines 

were especially popular, turning the GTI into a muscular sports car.  

Like its predecessor, the look of the Golf Mk IV GTI was rather 

understated.  Nonetheless, it s:ll managed to distance itself from 

the masses with standard extras such as BBS alloy wheels, :nted 

rear lights and Recaro sports seats. A real highlight was the Edi:on 

25, unveiled by Volkswagen in 2001 to mark the 25th anniversary of 

the GTI.  The model known as the ‘Jubi GTI’ among German fans 

was limited to 3 000 cars and a guaranteed source of fun with its 

135kW turbocharged engine.  Total number of Golf Mk IV GTI 

models produced: 164 859. 

THE GOLF GTI MK V (2004) 

‘For boys who have always been men’ – using this slogan, 

Volkswagen unveiled the fiMh-genera:on GTI in autumn 2004.  The 

design was much more dis:nct and featured elements from the 

first GTI, such as the characteris:c red trim around the honeycomb 

grille and the typical checked seats in the interior.  The engine was 

also designed exclusively for the GTI: a turbocharged two-litre TFSI 

capable of delivering 150kW.  In conjunc:on with the new DSG dual

-clutch gearbox the GTI accelerated to 100 km/h in just 6.9 seconds.  

A brawnier 172kW special edi:on was built to mark the 30th 

anniversary of the GTI and was known as the ‘Edi:on 30’.  Total 

number of Golf Mk V GTI models produced: 181 800. 

THE GOLF GTI MK VI (2009) 

The sixth genera:on of the Golf GTI had even more of a GTI feel to 

… could this be the next genera�on?  The Golf Mk VIII GTI? 
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offer than its predecessor: the turbocharged engine now 

delivered 157kW and the top speed increased to 240 km/h (DSG: 

238 km/h).  The Edi:on 35 anniversary model was even capable 

of 175kW and 247 km/h (DSG: 246 km/h).  Yet there wasn’t just 

more under the bonnet, but also inside the GTI: Climatronic 

climate control, the ParkPilot parking distance warning system, 

the XDS electronic differen:al lock, the winter package and many 

other features were now fi>ed as standard.  And there was an 

addi:on to the family: in 2012 the GTI Cabriolet became the first 

open-top model in the history of the GTI.  It opened its soM top in 

just nine seconds and raced from 0 to 100 km/h in 7.3 seconds – 

windswept hair guaranteed!  Total number of Golf Mk VI GTI 

models produced: 199 903. 

THE GOLF GTI MK VII (2014) 

 The fascina:on of the GTI con:nues unabated in the seventh 

genera:on.  The reasons are obvious: the cult sports car picks up 

on a number of design elements from the original 1970s model – 

spearheaded by the typical red trim on the front, which 

immediately iden:fies it as a GTI.  Then there are other GTI 

characteris:cs such as the honeycomb grille, red brake callipers 

and a chrome tailpipe on the leM and right.  The theme con:nues 

on the inside: the sports seats with checked pa>ern, the 

mul:func:onal leather steering wheel with red s:tching and, of 

course, the classic golf ball gear knob leave no room for doubt: ‘I 

am a GTI!’  Volkswagen combines the commanding look with 

even more fun behind the wheel: the two-litre TSI engine now 

delivers 164kW, which can even be increased to 171kW with the 

op:onal performance package.  And to mark the 40th anniversary 

of the GTI there is a very special treat for the fans: the Clubsport, 

capable of up to 216kW and equally at home on the racetrack. 

The latest chapter in the GTI story – to be con:nued!  

The legend lives on… long live the legend! 
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The Mercedes BenzW113 is a two-seat roadster / coupe, 

introduced at the 1963 Geneva Motor Show, and produced 

from 1963 through 1971.  It replaced both the legendary 300 

SL (W198) and the 190 SL (W121 BII).  Of the 48 912 W113 

SLs produced, 19 440 were sold in the US. 

The W113 SL was developed under the auspices of Mercedes Benz 

Technical Director Fritz Nallinger, Chief Engineer Rudolf Uhlenhaut 

and Head of Styling Friedrich Geiger.  The lead designers were Paul 

Bracq and Béla Barényi, who created its dis:nc:ve, patented, 

slightly concave hardtop, which inspired the "Pagoda" nickname. 

All models were equipped with an inline-six cylinder engine with 

mul:-port fuel injec:on.  The bonnet, boot lid, door skins and 

tonneau cover were made of aluminum to reduce weight.  The 

compara:vely short and wide chassis, 

combined with an excellent suspension, 

powerful brakes and radial tyres gave the 

W113 superb handling for its :me.  The 

styling of the front, with its characteris:c 

upright Bosch "fishbowl" headlights and 

simple chrome grille, dominated by the 

large three-pointed star in the nose panel, 

paid homage to the then already legendary 

300 SL roadster. 

W113 SLs were typically configured as a 

"Coupe / Roadster" with a soM-top and an 

op:onal removable hardtop.  A 2+2 was 

introduced with the 250 SL "California 

Coupe," which had a fold-down rear bench 

seat instead of the soM-top. 

The 280 SL was introduced in December 1967 and con:nued in 

produc:on through 23 February 1971, when the W113 was 

replaced by its successor, the en:rely new and substan:ally heavier 

‘R107’ 350 SL.  Over the years, the W113 evolved from a sports car 

into a comfortable grand tourer, and US models were by then 

usually equipped with the 4-speed automa:c transmission and air 

condi:oning.  Manual transmission models came with the standard 

4-speed or the op:onal ZF 5-speed, which was ordered only 882 

:mes and thus is a highly sought-aMer original op:on today.  In 

Europe, manual transmissions without air condi:oning were s:ll 

the predominant choice.   

In 1967, and produced un:l 1971, a most desirable, valuable and 

80 the Mercedes 

Benz W113 

280SL Ponton 
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rare W113 SL was launched.  The 280 SL. 

The main change over the previous models was an upgrade to the 

2.8 litre M130 engine with 130 kW maximum power and 244 Nm 

maximum torque, which finally gave the W113 adequate power.  

The performance improvement was achieved by increasing bore by 

only 4.5 mm, which stretched the limits of the M180 block, and 

required pairwise cylinder casts without cooling water passages.  

This mandated an oil-cooler, which was fi>ed ver:cally next to the 

radiator.  Each engine was now bench-tested for two hours prior to 

being fi>ed, so their power specifica:on was guaranteed at last. 

The M130 marked the final evolu:on of Mercedes Benz's venerable 

SOHC M180 inline-six, before it was superseded by the en:rely new 

DOHC M110 inline-six introduced with R107 1974 European 280 SL 

models.  For some :me, it was also used in the W 109 300 S-Class, 

where it re:red the expensive 3 litre M189 alloy inline-six. 

Below is a brief chronology of the most notable changes made 

to the 280SL: 

• 12/1967: One piece wheel-covers. 

• 10/1968: US models with sealed beam headlights 

without fog lights. 

• 02/1969: New tail lights with amber indicators. 

• 05/1969: ZF 5-speed manual transmission discon:nued 

as listed op:on and available only on special request. 

• 07/1969: US models with headlight assembly with full 

amber lower sec:on, illuminated side markers, 

transistorised igni:on, and improved emission control. 

• 08/1969: Heated rear window for hardtop, hazard lights for 

all models, single master key for all locks. 

• 04/1970: Bosch Lichteinheit headlights op:onally with 

halogen main beam. 

• 08/1970: Fuchs alloy wheels available as a factory-fi>ed 

op:on. 

• 11/1970: Opaque beige plas:c coolant expansion tank.  

• New door locks: cylinder can be depressed while door is 

locked. 
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Wake	up	to	life	
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Last month I laboured the point about 

track day cars, and declared a very rare 

and insanely expensive Masera: to be the 

king of track day cars, and I stand by that 

statement.  However cars like that are not 

exactly available to the average person, 

who at the end of the day is just looking to 

try his, or her, hand at some racing. 

There were some other cars featured in 

the same magazine issue; the BAC Mono, 

the Lotus 3-Eleven 430 and the Dallara 

Stradale.  And all of those can be 

purchased, provided your pockets are deep 

enough because they are all quite pricey. 

Having fun on a circuit doesn’t have to be 

expensive.  Or so they say. 

I’ve probably learned that the hard way, if 

I’m being perfectly honest., because I have 

bought track day cars - several in fact - 

which were all brilliant, but expensive. 

What you learn very quickly is this; it’s not 

about who has the fastest or most 

expensive track / road car on a track day, 

it’s about who’s having the most fun, 

because track days are NOT races.  You are 

racing, in the sense that your driving style 

is for that of a racetrack and not a road, 

but the only person you are compe:ng 

against is yourself for be>er lap :mes. 

In fact, there are so many opportuni:es to 

acquire reasonably decent track cars for 

around R75 000 to R200 000, all of which 

will give you thousands of cheap laps 

around some of the best track day circuits 

in the country, which in South Africa are 

sadly somewhat limited.  But they do s:ll 

exist. 

And, if you make a savvy purchase your 

new track day weapon could just as easily 

become your race steed. That’s if you’re 

planning to step up and go racing. 

If you’re looking for a “pure” track car; as 

in, you don’t need a daily driver, then 

listen up closely.  Aside from the obvious 

issues with the cost of insuring a road car 

modified for track purposes, there’s also 

the economical side.  Your road car is 

probably quite nice; why would you want 

to run it on a circuit? 

Taking a brand new road car to a track day 

may seem like a good idea un:l the first 

invoices start to roll in, a knock in the 

suspension here and a new set of brakes 

there.  Or a calliper fire, or damage from 

rolling it… 

Rather than looking for a “road” car; buy a 

track prepared car.  Or prepare it yourself. 

There’s a lot to be saved by buying a well 

looked aMer, race prepared car. 

You may plan to modify your own, but for 

most that’s a big amount of new exper:se 

required to even get started.  Not to 

men:on the budget required.  

When there are so many nicely prepared, 

genuine race spec cars on the market, why 

bother doing the work yourself? 

In my humble opinion it’s best to leave 

your family daily driver in the car park and 

bring something lighter, cheaper and 

modified for be>er cooling, be>er braking, 

handling and grip.  You’ll have a blast and 

you might just find yourself matching pace 

with some significantly more expensive 

road cars! 

So, what should you look out for?  Here’s a 

list of a couple brilliant track day cars to 

get you started: 

Mazda MX5:  The MX5 is cheap and 

bulletproof, (there are) loads of mods 

available and above all, it’s rear wheel 

drive.  Fantas:c car to learn car handling 

TRACK DAY CARS - FINDING THE PERFECT ONE 
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and an extremely versa:le track car.  Super fun in the corners; 

driven properly it’ll keep up with cars significantly higher up the 

price range. 

As with any track car, especially one that’s been raced it’s good to 

know its history. 

Just because the bodywork might look a li>le ta>y here and there 

don’t let that put you off.  The engine in this car has been well 

engineered and provided it has been maintained, performance 

tuned and serviced regularly you would be making a good 

purchase. 

Make sure that there is a new clutch and prop shaM in the car too; 

so for track day use it’s probably bullet proof and will be quicker 

than most things on the circuit so long as you’re handling the car in 

the corners well. 

This car’s also a really good example of simple engineering and lets 

not forget that it is a Mazda and they have hundreds of dealerships 

around the country so parts, servicing and so on will be readily 

available and not too expensive. 

BMW E36 M3:  Highly desirable and easy to drive RWD car.  Very 

popular on track days and plenty of eligibility to race in various 

categories.  A fully stripped and race spec M3 will feel plenty fast 

and be hugely fun to manipulate in the corners. 

And the best part is that they are not all that expensive.  Remember 

you don't need one with good bodywork or a perfect interior, 

mainly because dents and scratches are inevitable and secondly 

because apart from one seat (which will probably be changed too) 

you are going to bin the en:re interior, save the dashboard, and 

even that will be stripped of unnecessary things, like airbags and 

the cubby hole. 

Another considera:on is that because the car is an ‘M’ spec BMW 

to start with there is very li>le you need to do mechanically to get it 

just right. 

I would advise upgrading the brakes, and using be>er quality air 

filters, but all in all a standard M3, just stripped out, is a pre>y 

decent car in its own right. 

If however you are looking for something capable of a bit more 

pace and you are taking racing a bit more seriously, you should 

probably check out the possibility of impor:ng a Gine>a G55 GT4, a 

Radical SR3 RSX, or a Caterham, and so on. 

SARS have a thing about impor:ng cars, but that is for cars 

intended for road use.   If you wanted to import a leM-hand drive 

Buga[ Veyron for your daily use they wouldn’t let you.  However if 

you never registered the car and only used for racing then they 

would.  So in this regard the sky is the limit. 

If you are looking for a proper racing car, in South Africa, and don't 

need to suffer the frustra:on of having to deal with SARS and their 

stupid red-tape, then my advice would be for something like the 

KTM X-Bow, which I know are sold there.  Another very good op:on 

is the Ariel Atom, which is not sold in SA per se, but could be 

imported with li>le fuss.  The BAC Mono would be another. 

But those are also expensive… so go out and find a second hand 

Lotus Exige, which were sold in SA for many years, strip it out 

completely, remove anything unnecessary from the exterior (like 

number plates) fit a Sparco racing seat, install a five-point harness, 

write your blood group on the door and hit the track. 

The Exige in standard road-going form is a vicious track weapon - 

razor sharp and was the handling benchmark for many years - and 

the best part is that for not too much money you can get one. 

Motorsport is fun, and once it gets into your blood you will wonder 

why you never started dong it sooner. 

 Please mail your comments about this ar:cle to: 

the_savage@nakedmotoring.co.za 
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Juan Manuel Fangio Déramo (24 June 1911 - 17 July 1995), 

nicknamed El Chueco ("the bowlegged one", also commonly 

translated as "bandy legged") or El Maestro ("The Master"), 

was an Argen:ne racing car driver.  He dominated the first 

decade of Formula One racing, winning the World Drivers' 

Championship five :mes. 

From childhood, he abandoned his studies to pursue auto 

mechanics.  In 1938, he debuted in Turismo Carretera, compe:ng in 

a Ford V8. In 1940, he competed with Chevrolet, winning the Grand 

Prix Interna:onal Championship and devoted his :me to the 

Argen:ne Turismo Carretera becoming its champion, a :tle he 

successfully defended a year later.  Fangio then competed in 

Europe between 1947 and 1949 where he achieved further success. 

He won the World Championship of Drivers five :mes - a record 

which stood for 46 years un:l beaten by Michael Schumacher - with 

four different teams (Alfa Romeo, Ferrari, Mercedes-Benz and 

Masera:), a feat that has not been repeated.  He is regarded by 

many as one of the greatest F1 drivers of all :me and holds the 

highest winning percentage in Formula One - 46.15% - winning 24 

of 53 Formula One races he entered.  Fangio is the only Argen:ne 

driver to have won the Argen:ne Grand Prix, having won it four 

:mes in his career - the most of any driver. 

AMer re:rement, Fangio presided as the honorary president of 

Mercedes-Benz Argen:na from 1987, a year aMer the inaugura:on 

of his museum, un:l his death in 1995.  In 2011, on the centenary 

of his birth, Fangio was remembered around the world and various 

ac:vi:es were held in his honour. 

Fangio's grandfather, Giuseppe Fangio, emigrated to Buenos Aires 

from Italy in 1887.  Giuseppe managed to buy his own farm near 

Balcarce within three years by making charcoal from tree branches.  

His father, Loreto, emigrated to Argen:na from the small central 

Italian town of Cas:glione Messer Marino in the Chie: province of 

the Abruzzo region.  His mother, Herminia Déramo, was from 

Tornareccio, slightly to the north.  They married on 24 October 

1903, and lived on farms where Herminia was a housekeeper and 

Loreto worked in the building trade, becoming an appren:ce 

stonemason. 

Fangio was born on San Juan's 

Day 1911 at 12:10 a.m. in 

Balcarce, a small city in 

southern Buenos Aires 

Province, Argen:na.  His birth 

cer:ficate was mistakenly 

dated 23 June by the Register 

of Balcarce.  He was the 

fourth of six children.  In his 

childhood he became known 

as El Chueco, the bandy 

legged one, for his skill in 

bending his leM leg around the 

ball to shoot on goal during 

football games. 

The Final Word 
The life of racing legend 

Juan Manuel Fangio Déramo 
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Fangio started his educa:on at the School No. 4 of Balcarce, Calle 

13 before transferring to School No. 1 and 18 Uriburu Av.  When 

Fangio was 13, he dropped out of school and worked as an 

assistant mechanic.  When he was 16, he started riding as a 

mechanic for his employer's customers.  He developed pneumonia, 

which almost proved fatal, aMer a football game where hard 

running had caused a sharp pain in his chest.  He was bed-ridden 

for two months, cared for by his mother. 

AMer recovering, Fangio served compulsory military service at the 

age of 21.  In 1932 he was enlisted at the Campo de Mayo cadet 

school near Buenos Aires.  His driving skills caught the a>en:on of 

his commanding officer, who appointed Fangio as his official driver.  

Fangio was discharged before his 22nd birthday aMer taking his 

final physical examina:on.  He returned to Balcarce where he 

aimed to further his football career.  Along with his friend José 

Duffard he received offers to play at a club based in Mar del Plata.  

Their teammates at Balcarce suggested the two work on Fangio's 

hobby of building his own car and his parents donated space in a 

small sec:on of their home where a rudimentary shed was built. 

AMer finishing his military service, Fangio opened his own garage 

and raced in local events.  He began his racing career in Argen:na 

in 1934, driving a 1929 Ford Model A, which he had rebuilt.  These 

local events were unlike anything in Europe or North America, they 

were long-distance races held on mostly dirt roads up and down 

South America.  During his :me racing in Argen:na, he drove 

Chevrolet cars and was Argen:ne Na:onal Champion in 1940 and 

1941.  One par:cular race, which he won in 1940, the Gran Premio 

del Norte, was almost 10 000 km long.  This race started in Buenos 

Aires and ran up through the Andes to Lima, Peru and back again, 

taking nearly two weeks with stages held each day.  Following many 

successes driving mainly modified American stock cars; he was 

funded by the Argen:ne Automobile Club and the Argen:ne 

government and sent to Europe in 1948 to con:nue his career. 

In the Tourism Highway category, Fangio par:cipated in his first 

race between 18 and 30 October 1938 as the co-pilot of Luis 

Finocchie[. Despite not winning the Argen:ne Road Grand Prix, 

Fangio drove most of the way and qualified in seventh place.  In 

November of that year, he entered the "400 km of Tres Arroyos ", 

but it was suspended due to a fatal accident. 

In 1939, the circuit was in Forest, which conformed well with his 

last involvement with a Ford V8. With  Hector Tieri as his partner, 

they led Turismo Carretera that year with a Chevrolet, compe:ng 

for the Argen:ne Grand Prix.  Suspended by a strong rain and 

resumed in Cordoba, he managed their first stage victory, winning 

the fourth stage from Catamarca to San Juan. In October, aMer 

9500 km of compe::on in Argen:na, Bolivia and Peru, he won his 

first race in Turismo Carretera, the Grand Prix Interna:onal North.  

He became the first TC Argen:ne Champion to have driven a 

Chevrolet. 

In 1941, he beat Oscar Gálvez in the Grand Prix Getúlio Vargas in 

Brazil.  For the second :me, Fangio was crowned champion of 

Argen:ne TC.  In 1942, he ended South Grand Prix in tenth place in 

accordance with the general classifica:on.  In April he won the race 

"Mar y Sierras" and had to suspend the mechanical ac:vity due to 

the start of World War II. 

In 1946, aMer a brief period of inac:vity, Fangio returned to racing 
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with two races in Morón and Tandil driving a Ford T.  In February 

1947, Fangio competed at Na:onal Mechanics (MN) in the circuit 

Re:rement, and on 1 March, he started the race for Rosario City 

Award.  Subsequently, Fangio triumphed in the circuit 'Double Back 

Window' Race. 

Fangio, unlike later Formula One drivers, started his racing career at 

a mature age and was the oldest driver in many of his races.  During 

his career, drivers raced with almost no protec:ve equipment on 

circuits with no safety features, F1 cars back in the 1950s were very 

rapid, extremely demanding, physically, to drive, races were much 

longer and demanded incredible physical stamina.  Tyres were 

cross-ply, and far less forgiving; treads stripping in a race was a 

common occurrence; as was plug fouling.  It must be remembered, 

there were no electronic aids or computer interven:on.  Fangio's 

ability to focus 100% for the whole race and his precision with car 

placement on the circuit were legendary.  At the end of a GP, 

drivers oMen suffered blistered hands, caused by heavy steering 

and gear changing.  Considering Fangio's age, when he started F1 

(over 40) he was clearly one of the top GP drivers, ever; rivalling 

Tazio Nuvolari.  Fangio had no compunc:on about leaving a team, 

even aMer a successful year or even during a season, if he thought 

he would have a be>er chance with a be>er car.  As was then 

common, several of his race results were shared with teammates 

aMer he took over their car during races when his own had 

technical problems. His rivals included Alberto Ascari, Giuseppe 

Farina and S:rling Moss.  Throughout his career, Fangio was backed 

by funding from the Argen:ne government of Juan Perón. 

Fangio's first entry into Grand Prix racing came in the Grand Prix de 

l'ACF at Reims, where he started his Simca Gordini from 11th on the 

grid but re:red.  Back to South America, during a long-distance 

race, he went off the road in Peru and tumbled down a 

mountainside.  His co-driver, Daniel Urru:a was thrown out of the 

car, and when Fangio found him, he was dying.  Following Urru:a's 

death, he considered qui[ng the sport.  But he resolved to carry on 

and returned to Europe the following year, and raced in Sanremo, 

but having upgraded to a Masera: 4CLT/48 sponsored by the 

Automobile Club of Argen:na he dominated the event, winning 

both heats to take the aggregate win by almost a minute over 

Prince Bira.  Fangio entered a further six Grand Prix races in 1949, 

winning four of them against top-level opposi:on. 

For the first World Championship of Drivers in 1950, Fangio was 

taken on by the Alfa Romeo team alongside Farina and Luigi Fagioli.  

With compe::ve racing machinery following the Second World 

War s:ll in short supply, the pre-war Alfe>as proved dominant.  

Fangio won each of the three races he finished, but Farina's three 

wins and a fourth place allowed him to take the :tle. In 1950s non-

championship races Fangio took a further four wins and two 

seconds from eight starts.  Fangio won three more championship 

races for Alfa in 1951 in the Swiss, French and Spanish Grands Prix, 

and with the improved Ferraris taking points off his teammates, 

Fangio took the :tle in the final race, six points ahead of Ascari. 

With the 1952 World Championship being run to Formula Two 

specifica:ons, Alfa Romeo were unable to use their supercharged 

Alfe>as and withdrew.  As a result, the defending champion found 

himself without a car for the first race of the championship and 

remained absent from F1 un:l June, when he drove the Bri:sh BRM 

V16 in non-championship F1 races at Albi and Dundrod. Fangio had 

agreed to drive for Masera: in a non-championship race at Monza 

the day aMer the Dundrod race, but having missed a connec:ng 

flight he decided to drive through the night from Paris, arriving half 

an hour before the start.  Badly fa:gued, Fangio started the race 

from the back of the grid but lost control on the second lap, 

crashed into a grass bank, and was thrown out of the car as it 

flipped end over end.  He was taken to hospital with mul:ple 

injuries, the most serious being a broken neck, and spent the rest of 

1952 recovering in Argen:na. 

In Europe, and back to full racing fitness in 1953, Fangio rejoined 

Masera: for the championship season, and against the dominant 

Ferraris led by Ascari he took a lucky win at Monza.  Fangio 

qualified second with Bone>o seventh, and Fangio set fastest lap 

on his way to a 1.4 second victory over Nino Farina while Bone>o 

re:red out of fuel.  Along with that win, Fangio secured three 

second places to finish second in the Championship, and also came 

third first :me out in the Targa Florio.  He ended 1953 by winning 

the daun:ngly dangerous and difficult 3 200km Carrera 

Panamericana in Mexico driving a Lancia D24; Fangio was able to 

win this 5 day open public road rally that started at the Mexico-

Guatemala border and ended at the Mexico-United States border in 

record :me- about 18 and a half hours total driving :me. 

In 1954 Fangio raced for Masera: un:l Mercedes-Benz entered 

compe::on in mid-season.  Winning eight out of twelve races (six 

out of eight in the championship) in that year, he con:nued to race 

with Mercedes - driving the W196 Monoposto - in 1955 in a team 

that included S:rling Moss.  For 1955, Fangio subjected himself to a 

training programme which was strenuous in an effort to keep up his 

fitness levels high which was comparable to his younger rivals.  He 

won a par:cularly brutal race at the Gran Premio de la Republica 

Argen:na.  This race was run during a gruelling heat wave, and with 

track temperature of over 57 °C, few drivers other than Fangio 

were able to complete the race.  At the end of the second 

successful season (which was overshadowed by the 1955 Le Mans 

disaster in which more than 80 spectators were killed, an accident 

which happened right in front of and nearly killed him) Mercedes 

withdrew from racing and aMer four a>empts, Fangio would never 

race at Le Mans again. 
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In 1956 Fangio moved to Ferrari to win his fourth :tle.  Enzo Ferrari 

and Fangio did not have a very warm rela:onship, despite their 

shared success.  Fangio took over his teammate's cars aMer he 

suffered mechanical problems in three races, the Argen:ne, 

Monaco and Italian Grands Prix.  In each case the points were 

shared between the two drivers.  At the season-ending Italian 

Grand Prix, Fangio's Ferrari teammate Peter Collins, who was in a 

posi:on to win the World Championship with just 15 laps to go, in 

an act of absolute selfless chivalry and respect handed over his car 

to Fangio.  They shared the six points won for second place, giving 

Fangio the World :tle. 

In 1957 Fangio returned to Masera:, who were s:ll using the same 

iconic 250F which Fangio had driven at the start of 1954.  Fangio 

started the season with a hat-trick of wins in Argen:na, Monaco 

and France, before re:ring with engine problems in Britain.  At the 

next race, the German Grand Prix at the Nürburgring circuit, Fangio 

needed to extend his lead by six points to claim the :tle with two 

races to spare.  From pole posi:on Fangio dropped to third behind 

the Ferraris of Mike Hawthorn and Collins but managed to get past 

both by the end of the third lap.  Fangio had started with half-full 

tanks since he expected that he would need new tyres halfway 

through the race.  In the event Fangio pi>ed on lap 13 with a 30 

second lead, but a disastrous stop leM him back in third place and 

50 seconds behind Collins and Hawthorn.  Fangio came into his 

own, se[ng one fastest lap aMer another, culmina:ng in a record-

breaking :me on lap 20 a full eleven seconds faster than the best 

the Ferraris could do.  On the penul:mate lap Fangio got back past 

both Collins and Hawthorn, and held on to take the win by just over 

three seconds.  With Musso finishing down in fourth place, Fangio 

claimed his fiMh :tle.  This performance is oMen regarded as the 

greatest drive in Formula One history, and it was to be Fangio's last 

win. 

AMer his series of consecu:ve championships he re:red in 1958, 

following the Grand Prix de l'ACF.  Such was the respect for Fangio, 

that during that final race, race leader Hawthorn had lapped Fangio 

and as Hawthorn was about to cross the line, he braked and 

allowed Fangio through so he could complete the 50 lap distance in 

his final race.  He would cross the line over two minutes down on 

Hawthorn.  Ge[ng out of the Masera: aMer the race, he said to his 

mechanic simply, "It is finished."  He was famous for winning a race 

at the slowest possible speed.  He won 24 World Championship 

Grands Prix from 52 entries - a winning percentage of 46.15%, the 

best in the sport's history (Alberto Ascari, who is second best, holds 

a winning percentage of 40.63%). 

The Ba:sta Dictatorship of Cuba established the non-Formula One 

Cuban Grand Prix in 1957.  Fangio won the 1957 event, and had set 

fastest :mes during prac:ce for the 1958 race.  On 23 February 

1958, two unmasked gunmen of Fidel Castro's 26th of July 

Movement entered the Hotel Lincoln in Havana and kidnapped 

Fangio at gunpoint.  The mo:ve was simple; by capturing the 

biggest name in motorsport the rebels were showing up the 

government and a>rac:ng worldwide publicity to their cause.  But 

despite the shocking news spreading across the globe, President 

Ba:sta would not be outdone and ordered the race to con:nue as 

usual while a crack team of police hunted down the kidnappers.  

They set up roadblocks at intersec:ons, and guards were assigned 

to private and commercial airports and to all compe:ng drivers. 

Fangio was taken to three separate houses.  His captors allowed 

him to listen to the race via radio, bringing a television for him to 

witness reports of a disastrous crash aMer the race concluded.  In 

the third house, Fangio was allowed his own bedroom but became 

convinced that a guard was standing outside of the bedroom door 

at all hours.  The captors talked about their revolu:onary 

programme which Fangio had not wished to speak about as he did 

not have an interest in poli:cs.  Convinced that he was not in 

danger he went on to develop a case of Stockholm Syndrome, 

admi[ng aMerwards that he sympathised with his captors' ac:ons, 

"Well, this is one more adventure. If what the rebels did was in a 

good cause, then I, as an Argen�ne, accept it."  Fangio was released 

aMer 29 hours and he remained a good friend of his captors 

aMerwards. 

The captors mo:ves were to force the cancella:on of the race in an 

a>empt to embarrass the Ba:sta regime.  AMer Fangio was handed 

over to the Argen:ne embassy soon aMer the race, many Cubans 

were convinced that Ba:sta was losing his power because he failed 

to track the captors down.  The Cuban Revolu:on concluded in 

January 1959, cancelling the 1959 Cuban Grand Prix.  The Fangio 

kidnapping was drama:sed in a 1999 Argen:ne film directed by 

Alberto Lecchi, Operación Fangio. 

When Fangio a>ended the 1958 Indianapolis 500, he was offered 

$20 000 to qualify in a Kur:s-Offenhauser by the car's owner, 

George Walther, Jr (father of future Indy 500 driver Salt Walther).  

Fangio had previously a>ended the 500 in 1948 at which :me he 

expressed his interest in compe:ng the race.  However, he was 

unable to qualify.  Walther allowed Fangio to stand aside (before a 

contract with Bri:sh Petroleum came to light), s:ll he did not want 

another driver to take over Fangio's posi:on. 

During the rest of his life aMer re:ring from racing Fangio sold 

Mercedes Benz cars, oMen driving his former racing cars in 

demonstra:on laps. Even before he joined the Mercedes Formula 

One team, in the mid-1950s, Fangio had acquired the Argen:ne 

Mercedes concession.  He was appointed President of Mercedes 

Benz Argen�na in 1974, and its Honourary President for Life in 

1987. 

Fangio was also the flagman for the 1975 Winston 500 (NASCAR 

race). 

Fangio was the special guest of the 50th anniversary 1978 

Australian Grand Prix at the Sandown Raceway in Melbourne (7 

years before the Australian Grand Prix became a round of the 

World Championship in 1985).  AMer awarding the Lex Davison 

Trophy to race winner Graham McRae (who stated that mee:ng 

Fangio was a bigger thrill than actually winning the race for the 3rd 

:me), the legendary Argen:nian drove his 1954 and 1955 World 

Championship-winning Mercedes Benz W196 in a spirited 3 lap 
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exhibi:on against 3 other cars, including the 1966 World 

Championship winning Brabham BT19 driven by Australia's own 

triple World Champion Jack Brabham.  Despite his car having been 

given away over 10 years previously to the Repco Brabham, Fangio 

pushed the Australian all the way to the flag.  Before the "race", 

Fangio (who at 67 years of age and not having raced compe::vely 

in 20 years, s:ll held a full FIA Super Licence) had stated his 

inten:on of racing and not just pu[ng in a demonstra:on drive. 

At the beginning of the 1980s Fangio underwent successful bypass 

surgery to correct a heart condi:on.  He had also been suffering 

from kidney failure for some :me before his death. 

In 1980 Konex Founda:on granted him the Diamond Konex Award 

as the best Sportsman of the decade in Argen:na. 

Following his re:rement, Fangio was ac:ve in assembling 

automo:ve memorabilia associated with his racing career.  This led 

to the crea:on of the Museo Juan Manuel Fangio, which opened in 

Balcarce in 1986. 

Fangio was inducted into the Interna�onal Motorsports Hall of 

Fame in 1990.  He returned to the spotlight in 1994, when he 

publicly opposed a new Province of Buenos Aires law denying 

driving licences to those over 80, which included Fangio.  Denied a 

renewal of his card, Fangio reportedly challenged Traffic Bureau 

personnel to a race between Buenos Aires and seaside Mar del 

Plata, a 400km distance, in two hours or less, following which an 

excep:on was made for the five-:me champion. 

In 1990, Fangio met the three-:me world champion, Ayrton Senna, 

who had genuinely felt the encounter had reflected the mutual 

affec:on for both drivers. 

Juan Manuel Fangio died in Buenos Aires in 1995, at the age of 84 

from kidney failure and pneumonia; he was buried in his home 

town of Balcarce.  His pallbearers were his younger brother Ruben 

Renato ("Toto"), Moss, compatriot racers José Froilán González and 

Carlos Reutemann, Jackie Stewart and the president of Mercedes 

Benz Argen:na at the :me.
 

The Formula1.com website states of Fangio, "Many consider him to 

be the greatest driver of all :me."  Several highly successful later 

drivers, such as Jim Clark, Alain Prost, Ayrton Senna and Michael 

Schumacher, have been compared with Fangio, however the 

quali:es required for success, levels of compe::on, and racing 

rules have changed over :me. 

His record of five World Championship :tles stood for 46 years 

before German driver Michael Schumacher surpassed it in 2003. 

Schumacher said, "Fangio is on a level much higher than I see 

myself.  What he did stands alone and what we have achieved is 

also unique.  I have such respect for what he achieved.  You can't 

take a personality like Fangio and compare him with what has 

happened today. There is not even the slightest comparison." 

In his home country of Argen:na, Fangio is revered as one of the 

greatest sportsmen the na:on has ever produced.  Argen:nes oMen 

refer to him as El Maestro, el mejor, which translates into The 

Master, the best one. 

The first Michel Vaillant story was partly based on an imaginary 

conflict s:rred up by fic:onal newspaper The New Indian on Fangio 

winning the World Championship at the Indy 500. 

Six statues of Fangio, sculpted by Catalan ar:st Joaquim Ros Sabaté, 

stand at race venues around the world: Puerto Madero, Buenos 

Aires; Monte Carlo, Monaco; Montmeló, Spain; Nürburgring, 

Germany; Stu>gart-Untertürkheim, Germany; and Monza, Italy. 

The Museo Juan Manuel Fangio was established in Balcarce 

(Fangio's birthplace) in 1986. 

Argen:na's largest oil company, Repsol YPF, launched the "Fangio 

XXI" fuel brand.  The Zonda 2005 C12 F was originally intended to 

be named "Fangio F1," but was changed out of respect aMer his 

death.  Masera: created a special website in 2007 to 

commemorate the 50th anniversary of his fiMh and final world 

championship triumph.  A Mercedes Benz W196R Formula 1 race 

car, driven by Fangio in his World Championship-qualifying Grand 

Prix races in 1954 and 1955 was sold for a record $30 million at an 

auc:on in England on 12 July 2013. 

 "What he did in his �me is something that was an example 

 of professionalism, of courage, of style and as a man, a 

 human being.  Every year there is a winner of the 

 championship, but not necessarily a world champion.  I 

 think Fangio is the example of a true world champion" - 

 Ayrton Senna 
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